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SUVs Aren’t the Problem 


Cleaner-running, higher mileage 
cars would do nothing to mitigate 
the degraded public realm. 


F or quite a while now it’s been 
fashionable among the environmen¬ 
tally-minded to decry the owner¬ 
ship of SUVs. This says a lot about 
what’s wrong with the conventional 
thinking of the progressive/green crowd. 

Would the everyday environment in 
America be any better if it were full of 
compact cars instead of giant gas-guz¬ 
zling Chevy Denalis and Ford Expedi¬ 
tions? I don’t think it would make a bit 
of difference, really. We’d still be a car- 
dependent society stuck in a national 
automobile slum. The problem with 
America is not big cars, it’s the fact that 
cars of all sizes have such an overwhelm¬ 
ing presence in our lives, and that driv¬ 
ing is virtually mandatory for the ordi¬ 
nary business of daily life. 

Many in the anti-SUV crowd assume 
that we will solve our car problem with 
new technology, like hydrogen fuel cells. 
Or that low-emission, environmentally- 
friendly hybrid cars will help to usher in 
a sustainable way-of-life in America. 

In fact, cleaner-running, higher 
mileage cars would do nothing to miti¬ 
gate the degraded public realm of a 
nation that has become a strip mall from 
sea to shining sea. They would not 
lessen commuting distances or times. 
They would not reduce the number of 
car trips per day per household. 

If anything, they would only pro¬ 
mote the idea that we should continue 


living this way—that subur¬ 
ban sprawl is normal and 
desirable, instead of what 
it is: the most destructive 
development pattern the 
world has ever seen, and 
a living arrangement with 
poor prospects for the future. 

Why do we believe that 
better-running cars will 
save us? Because environ¬ 
mentalists are stuck in a 
culture of quantification, 
just like their corporate 
bean-counter adversaries. 
It’s easy to count up the 
number of carbon dioxide 
molecules in a cubic foot of 
air, and reduce the whole 
car issue to good air or bad 
air. But air pollution or 
miles-per-gallon are hardly 
the only problems with car dependen¬ 
cy. I’d argue that the degradation of 
the everyday environment in general 
and of public space in particular is at 
least as important, and is not subject 
to statistical analysis. It’s a question of 
quality, not numbers. 

In the age of austerity and global 
strife that is coming down the pike at 
us, we are going to need walkable 
neighborhoods, towns and villages and 
public transit systems that are a pleas¬ 
ure to use. Many of us pay premium 
prices to vacation in European cities 
precisely because they offer this way of 
living, with great railroad and streetcar 
systems. Europeans still have cars, but 
they’re not sentenced to own one per 
family member or spend two or three 
hours every day in them. It would be 
nice to have those options here in the 
USA. In the meantime, I really don’t 
care whether Americans drive Humvees 
or Toyota Priuses. Both big and small 
cars are cluttering up our everyday 
world and wasting our lives. 

James Howard Kunstler is the author of 
The Geography of Nowhere, Home From 
Nowhere and The City in Mind: Notes 
on the Urban Condition. He grew up in 
New York City and now lives in downtown 
Saratoga Springs, New York. 

PROVOCATEUR is intended to provoke thought 
and does not reflect the official position of T. A. 
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Expectations 


T hirteen years ago i became 
part of Transportation 
Alternatives’ campaign to 
restore a permanent bicycle and 
pedestrian path to the Queensboro 
Bridge. Three mayors, six commission¬ 
ers of the Department of Transportation, 
one lawsuit, one arrest, tens of meetings, 
40 demonstrations and reams of corre¬ 
spondence later, the path is there. I have 
to laugh when people ask me if T.A.’s 
expectations of the NYC Department of 
Transportation are unfair. It’s an inter¬ 
esting question. Does it suggest that it 
is unfair to expect much of anything 
because the DOT is incompetent? Or, is 
the implication that T.A. has unrealistic 
expectations that no government agency 
can fulfill? 

Expectations are tricky and changing 
things, influenced by emotions and per¬ 
sonal experience. I know this. I also know 
how frustrating it is to change the way 
New York City works. That’s why, since 
becoming Executive Director of Trans¬ 
portation Alternatives in 1995, I’ve 
strived to make T.A.’s expectations of city 
government consistent, clear and reason¬ 
able. Hopefully, this has been reflected 
through the years in our dozens of maga¬ 
zines, brochures, our 3,000-page Web 
site and our annual NYC Bicycle Report 
Card, which is included in this issue. 


remarkably similar. So, why does T.A. so 
often clash with the DOT? You got it: 
expectations. We expect the DOT to live 
up to its own mission statement. Unfor¬ 
tunately, despite the sincere efforts of 
many inside it, the agency’s fundamental 
priority remains moving cars. Not 
pedestrians, not buses, not trucks and 
commerce, not bicycles, but cars. This is 
manifested in numerous ways. Chief 
among them are the poor conditions that 
pedestrians and cyclists face throughout 
the city. The city’s streets remain treach¬ 
erous to cross and intimidating and dan¬ 
gerous for cyclists. New York City is not 


pedestrians were reported injured last 
year, the DOT still has a problem putting 
pedestrian safety first. On Queens Boule¬ 
vard, where thanks to enormous public 
pressure and media attention, the DOT 
has made huge pedestrian improvements, 
the stated goals of Phase II of the DOT’s 
Queens Boulevard Pedestrian Safety 
Study are to “Improve pedestrian safety 
and maintain traffic operations at current 
levels.” What the DOT seems to be say¬ 
ing is that pedestrian safety improve¬ 
ments that could impinge on traffic flow 
will be rejected—even if they save lives 
and reduce crashes. This suggests that the 



Despite the fact that 12,000 NYC pedestrians were reported injured 
last year, the DOT still has a problem putting pedestrian safety first 


T.A.’s official mission statement, 
which dates from 1973, is “To encour¬ 
age bicycling, walking and public tran¬ 
sit as alternatives to automobile use and 
reduce automobile use and its attendant 
environmental and social harms.” Now 
here is something interesting. 

The New York City Department of 
Transportation’s own Web site states the 
agency’s mission: 

“To Provide for the safe, efficient and 
environmentally responsible movement 
of people and goods in the City of New 
York.” This includes working to “Foster, 
manage, and facilitate environmentally 
sound alternative modes of transporta¬ 
tion while reducing single-occupancy 
vehicle trips in the City.” 

These institutional visions seem 


Houston, Phoenix, Atlanta or some car- 
centered metropolis. But try getting the 
City to widen a sidewalk, extend a street 
corner, install a bollard or fix a bridge 
path entrance, and there doesn’t seem to 
be much difference. Even when pro¬ 
pedestrian forces rear-up and win a mar¬ 
quee project like expanded pedestrian 
space in Times Square, the improvement 
is diluted by traffic engineers. In Times 
Square—at the media epicenter of Amer¬ 
ica—engineers vetoed placing protective 
bollards or planters to protect pedestri¬ 
ans at corner crossings, claiming that the 
steel or concrete might damage errant 
vehicles. This means that pedestrians are 
only shielded by a white line on the 
street and a flimsy plastic pole. 

Despite the fact that 12,000 NYC 


“pedestrian safety” effort on Queens 
Boulevard is more about restricting the 
movement of pedestrians than making 
the boulevard a better place to walk. In 
the media glare of 2001, DOT Commis¬ 
sioner Weinshall ordered pedestrian cross¬ 
ing times increased, which saved lives and 
reduced the boulevard’s traffic carrying 
capacity, without ill effect. She should be 
emboldened by that success. 

Transportation Alternatives does 
not expect the DOT to be perfect. But it 
must follow its own mission statement. 
This includes unequivocally putting the 
safe movement of pedestrians and bicy¬ 
clists before the flow of traffic. 

John Kaehny 

EXECUTIVE DIRECTOR 
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Ban Car Alarms in NYC Now! 


O F ALL THE WAYS THAT AUTO- 
mobiles impinge on the lives 
of New Yorkers, few are as 
infuriating and unnecessary 
as the audible car alarm. It is hard to 
find an issue that generates such a vis¬ 
ceral and unanimous response: Car 
alarms make New York City a worse 
place to live. Now that the City has 
banned sidewalk cycling and cigarette 
smoking, it is time to go after Quality- 
of-Life Public Enemy Number One. It is 
time to ban car alarms. 

In the nation’s densest urban environ¬ 
ment, where one over-sensitive alarm can 
destroy the sleep, work and recreation of 
thousands of people at one time, these 
devices exact a heavy toll. By even the 
most conservative standards, car alarms 



The City has banned sidewalk cycling and cigarette 
smoking, it is time to go after Quality-of-Life Public 
Enemy Number One. It is time to ban car alarms. 


cost New Yorkers hundreds of millions of 
dollars each year. Studies show that expo¬ 
sure to the type of noise produced by 
alarms can diminish children’s scholastic 
aptitude, decrease worker productivity 
and significantly degrade property values. 

But most of all, car alarms assault 
public space and foster an atmosphere of 
incivility and anxiety. Like aggressive 
squeegee men, broken windows and 
graffiti, blaring alarms are one of the 
“signs that no one cares,” according to 
NYPD Police Strategy No. 5. They 
“invite both further disorder and serious 
crime.” Alarms erode the sense of neigh¬ 
borliness and mutual respect that is nec¬ 
essary to live shoulder-to-shoulder in a 
big city. It is “no surprise, given the 
aggressive nature of these devices, that 
‘car lynchings’ of vehicles with disrup¬ 
tive alarms are frequent,” says Brian 
Anderson in the City Journal. “Bleary- 
eyed citizens have slashed tires, smeared 
door handles with dog doo, or even 


smashed the windows of offending vehi¬ 
cles. Car alarms are civic poison.” 

Destroying Public 
Health and Space 

New Yorkers unequivocally despise car 
alarms. Ninety-one percent of New York¬ 
ers feel that car alarm noise diminishes 
their quality of life, according to a T.A. 
survey of nearly a thousand residents. 
Three-quarters said that car alarms inter¬ 
fere with sleep, and more than half 
responded that car alarms disrupt work 
and hinder productivity. Of the 97,000 
calls that the NYPD’s Quality of Life 
Hotline received in 2001, the over¬ 
whelming majority of complaints were 
about noise, with car alarms near the top 
of the list. Census data reveals that inces¬ 
sant traffic and car alarm noise are a top 
reason why families leave New York City. 

Public health studies show that traf¬ 
fic noise—particularly the sudden and 


NYC Can Legally Ban Alarms 


New York City has the authority to ban the sale, use and installation of audible car alarms according 
to legal experts. In 1992 , city councilmembers sought to ban alarms but were stymied by lawmakers 
afraid of taking away car owners’ car alarm insurance discount. T.A.’s lawyers have found that a city¬ 
wide car alarm ban would be absolutely legal by city, state and federal law. For more information, go 
online for T.A.’s legal brief: transalt.org/info/car alarms.pdf. 


variable noise of car 
alarms—has the ability 
to increase blood pres¬ 
sure, heart rates and 
stress hormones. A 2001 
study by Cornell Univer¬ 
sity psychologist Gary 
Evans showed that every¬ 
day traffic “can have seri¬ 
ous health, learning and 
task-motivation effects 
in children and adults.” 
Children who are ex¬ 
posed to traffic noise 
become less motivated, 
“presumably from the 
sense of helplessness that 
can develop from noise 
they couldn’t control.” 
Obviously, a certain 
level of background noise is a 
cost of living in a great metropo¬ 
lis. But the variable noise created 
by car alarms is an altogether 
different and more dangerous 
phenomenon. Acoustical researchers say 
that variable noise is more disturbing 
than steady noise, even when the steady 
noise is louder. To make matters worse, 
many of the more popular car alarms on 
the market surpass sound levels of 125 
decibels (dB). To put this in perspective, 
a loud dance club is about 110 dB and 
every 10 dB increase represents a dou¬ 
bling in loudness. It is no wonder that 
car alarm manufacturers give their prod¬ 
ucts names that are similar to military 
weapons systems: Cobra, Hellfire, Viper. 
In dense urban environs, these products 
are dangerous and destructive. 

Outdated and Ineffective 
Technology 

What are the benefits of car alarms? 
According to the manufacturers, 
installers, insurers, criminologists, 
police and the thieves themselves, the 
benefits are none, zero, nada. “No study 
has demonstrated that they reduce auto 
theft,” says Lawrence Sherman, director 
of the University of Pennsylvania’s 
Criminology Center. In 1997, the 
Highway Loss Data Institute surveyed 
insurance claims from 73 million vehi¬ 
cles and concluded that cars with 
alarms show no overall reduction in 
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theft losses compared to cars without 
alarms. The big auto manufacturers 
concur. “An audible system is really just 
a noisemaker,” says General Motors 
spokesperson Andrew Schreck, explain¬ 
ing why car alarms are being phased out 
as standard equipment. 

There are two main reasons why 
alarms do not work. First, the vast 
majority of alarms are false. When the 
New York State Legislature researched 
the issue in 1992, it estimated that 95% 
of alarms were set off by the vibrations 
of passing trucks or by glitches in the 
car’s electrical sensing system. Other 
experts estimate false alarms to be as 
high as 99%. In the city, alarm noise is 
so ubiquitous that many car owners do 
not even pay attention to their own 
alarms. “If you’re in a store, and an 
alarm goes off in the parking lot out¬ 
side, do you immediately think it’s your 
car and come rushing out?” asks Brook¬ 
lyn alarm dealer Norman Maryasis in a 
candid moment. “No.” 

T.A.’s car alarm survey found that 
fewer than 5% of New Yorkers have 
ever called the police or thought to 
take any action against a possible car 
theft upon hearing an alarm. Mean¬ 
while, 60% of respondents said that 
they have called the police or taken 
action against the obnoxious noise cre¬ 
ated by an alarm. For New Yorkers, the 
majority of whom do not own cars, the 
alarms themselves are a much more 
pressing crime problem than the 
thieves they are meant to deter. 

The second reason why car alarms 
are ineffective is because, in the past 20 
years, car theft has evolved from a juve¬ 
nile pastime into an $8.2 billion per 
year industry. “Defeating a car alarm is a 
non-issue,” says New Jersey car theft 


T.A. Survey; 


SLID 




authority Professor Michael Maxfield. 
“Thieves smash windows, yank wires 
and the alarm is deactivated. Eighty 
percent of all thieves can and do steal a 
car with an alarm. 

New car theft technologies have 
made car alarms obsolete. Brake locks 
are inexpensive and effective. Personal 
car alarm pagers buzz a vehicle’s owner 
when a car is disturbed rather than 
annoying the entire neighborhood. 
Lojack uses global positioning satellites 

r Zen Antidote to Car Alarms A 

Brooklynites are peacefully channeling their 
“resident rage” with honku—haiku poems 
about maddening local traffic. Here is one 
we found on a lamp post in Cobble Hill: 

Bells and whistles sound 
breaking the still night silence — 

Who’s alarmed? Sleepers. 

-Jean Nerenberg 

\ _ . 

to track vehicles and often leads cops to 
the thieves. And most effective is the 
passive immobilizer, which works by 
putting a coded computer chip inside 
the ignition key that communicates 
directly with the car’s engine. Without 
the key, the only way to steal the car is 
to tow it away. When Ford added 
immobilizer systems to the Ford Mus¬ 
tang, theft rates dropped 77%. 

In fact, car alarms provide only one 
real benefit. Many car owners receive a 
small discount on their insurance premi¬ 
ums for having an alarm. New York 
State law directs insurers to “appropri¬ 
ately modify the premium” for cars with 
devices that reduce “exposure to risk.” 
With all of the insurance data showing 


_ 


that car alarms do not actually work, a 
few insurance companies have stopped 
providing a discount for audible alarms. 
It is time for the rest to follow suit. 

City Council Take Action! 

In 1992, the City Council took a crack at 
banning car alarms, but came up short. 
Instead, it passed a law that limits audi¬ 
ble alarms to three minutes of blaring 
and bans the use of motion sensors, the 
technology responsible for most false 
alarms. Unfortunately, these laws are 
ineffective and mostly unenforced; it 
requires that a police officer be present 
to see that the alarm went off unpro¬ 
voked, or to stand there and time it. 
Councilmember John Liu and others 
introduced a bill in 2000 to prohibit the 
sale and installation of audible car alarms 
in the five boroughs. The bill lost 
momentum as it traveled through the 
City Council’s Environmental Protection 
Committee. Some councilmembers, it 
seems, are worried about the backlash 
from taking away the miniscule insur¬ 
ance discount that a few New York City 
car owners receive for having alarms. 

It is time to stop losing sleep over this 
issue. Write to Council Speaker Gifford 
Miller and Environmental Protection 
Agency Chair James Gennaro and tell 
them that it is time to ban car alarms. 


Council Speaker Gifford Miller 
336 East 73rd Street, Suite C 
New York, NY 10021 
212 - 535-5554 

Environmental Protection Agency 
Chair James Gennaro 
185-10 Union Turnpike 
Queens, NY 11366 


T.A. conducted an online survey that drew just under 1,000 responses. For the full survey, see transalt.org. 

*Examples of action against noise might include damaging a car, leaving a note to the owner or calling the police. 

**Examples of action might include chasing off a thief, notifying an owner or calling the police. 




IIS 




Has a car alarm ever prompted 
you to take some form of action 
against a possible car theft?** 


Has a car alarm ever prompted you 
to take action against the noise?* 


Does car alarm noise ever diminish 
your quality of life in NYC? 


In the average week in NYC, how many times do you 
hear a car alarm go off? 
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ycling News 

Make Parks Department the 
Greenway Sheriff 


I F THIS YEAR IS ANYTHING LIKE THE 
last, when warm weather arrives, 
NYC’s busier greenway paths will 
be more than full with cyclists, 
pedestrians and skaters, making them 
chaotic, unpleasant and unsafe. 

In its nationally recognized 1993 
NYC Greenway Plan, the Department 
of City Planning laid out a 350-mile 
network of off-street paths for cyclists, 
pedestrians and skaters. When the plan 
was released, there were only 59 miles 
of greenways in NYC. Since 1993, 31 
miles of new path have been built, 
including the enormously popular 
Hudson River Greenway south of 60th 
street. Though visionary, the Greenway 
Plan describes only the physical net¬ 
work of potential paths that the City 
should build. Experience has shown 
that building the paths is only one part 
of making the overall greenway net¬ 
work work. In a crowded city like New 
York, there is intense competition for 
space between fast and slow, wheeled 
and non-wheeled and stationary and 
moving path users. Refereeing this con¬ 
test requires smart and consistent rules 


WANTED 


► 


◄ 

GREENWAY SHERIFF 

► 

at the NYC Parks Dept to 

< 

coordinate greenway planning 

► 

and policy in NYC. 

◄ 


Currently, the Parks Department has no internal greenway 
coordinator and no overall departmental greenway 
rulebook. City Hall should put the Parks Department in 
charge of all NYC greenways. Then, Parks Commissioner 
Benepe should appoint a greenway coordinator. 


of conduct as well as effective education 
and enforcement. 

Right now, proper oversight of 
greenways is debilitated by an inconsis¬ 
tent and complex authority structure. 


For example, 14 city and state agencies 
and public authorities have some power 
over what path users can do and how the 
path is designed and marked on just one 
five mile stretch of the Hudson River 


Manhattan Waterfront 
Greenway 

In his January 2003 State of the City Address, 
Mayor Bloomberg announced that the City 
would complete an interim greenway around 
Manhattan by the end of the year. Over the past 
year, City Planning, Parks and the DOT, working 
with Deputy Mayor Doctoroff, have spent con¬ 
siderable energy planning connections among 
the existing paths around the 
island. The group has also start¬ 
ed the long-term project of plan¬ 
ning and building a fully off- 
street greenway. To increase the 
short-term and long-term 
momentum and public account¬ 
ability of this project, the City 
should convene a Technical 
Advisory Committee comprised of community 
and public interest groups. Advisory committees 
were a key part of the DOT’S safety improve¬ 
ments on Queens Boulevard and City Planning’s 


Bicycle Master Plan, and are currently important 
contributors to City Planning’s East Houston 
Street Pedestrian Project and the Williamsburg 
Waterfront Pedestrian Network. 


Hey State DOT— 

Stop Stalling, Remove 
Dangerous Stop Signs! 

(File under T.A. ’s 
broken record 
department.) 

The State DOT 
needs to remove 
the stop signs on 
the Hudson River 
Greenway and 
replace them with 
“bowling pin” arrays of safety cones or plastic 
bollards at approaches to street intersections. 
Since July 2001 , T.A. has been calling on the 
SDOT to remove the stop signs. They violate 



Federal sign design and placement regulations 
and are, no doubt, illegal. Besides, stop signs 
are poor substitutes for intersection designs 
that slow motor vehicles that drive across the 
path and that give non-motorized path traffic 
the right-of-way. Already, motorists crossing the 
greenway have seriously injured cyclists and 
pedestrians on the path. It is only a matter of 
time before a motorist driving across the green¬ 
way kills a path user. The State DOT must 
redesign the intersections to slow motor vehi¬ 
cles crossing the greenway and give path users 
the right-of-way rather than relying upon the 
legally dubious and ineffective stop signs. 


Riverside Park Needs 
‘Preferred Path’ 

Now that the Hudson River Greenway is almost 
complete between Battery Park and the George 
Washington Bridge, Riverside Park has become 
an enormously popular commuting and recre- 
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Greenway. To complicate matters fur¬ 
ther, these numerous agencies are often 
inconsistent in how they apply their 
own rules, especially when it comes to 
detouring path users during events and 
emergencies. 

City Hall needs to do three things 
to straighten out this increasingly haz¬ 
ardous mess: 

1. Have the Parks Department appoint a 
Green way Director to develop a uniform 
set of guidelines, path user rules and 
enforcement and education practices. 
These guidelines should put an empha¬ 
sis on clear policies regarding detours, 
path closings for events and signs and 
markings and have clear standards for 
removing debris and maintenance. (The 
City has ample CMAQ federal air quali¬ 
ty funds to pay for this.) 

2. Convene all of the city agencies with a 
hand in how greenways work and tell 
them to help the Greenway Director 
develop new rules. After the Director 
creates the guidelines, she or he should 
tell these agencies to follow the rules. 
These agencies include the Police, Office 
of Emergency Management, the DOT, 
City Planning, Economic Development 
Corporation, Sanitation and Parks. 

3. Convene the Hudson River Park Trust, 
the State DOT and other non-city players 
and invite them to help formulate the 
new guidelines—and then twist their 
arms to follow it. The Trust controls the 
busiest stretch of greenway and needs 
new rules and guidelines. 


;ycting 

Colored Bike Lanes: 
Perfect for NYC 



R eportedly, the nyc dot is look- 
ing into using colored pavement 
to mark NYC bike lanes, a prac¬ 
tice used elsewhere in the U.S. and in 
Europe. T.A. encourages the DOT to 
use this innovative technique to 
improve bike lane visibility, especially 
at intersections and connections to 
bridges and greenways. 

One great advantage of colored bike 
lanes is that they serve as traffic calming 
devices; they visually and physically 
narrow travel lanes, discouraging speed¬ 
ing and reckless driving. According to 
the NYC Bicycle Master Plan, colored 
lanes give bicycles “preferential status 


The DOT should color bike lanes, like the 
one on Henry Street in Brooklyn, through¬ 
out NYC. Portland, OR, Cambridge, MA 
and many towns in Europe already do. 

... and motor vehicle parking [in the 
bike lane] is discouraged.” 

Indeed, in a study performed in 
Portland, OR, 28% more motorists 
yielded to cyclists in the colored lanes 
and 23% more motorists slowed or 
stopped when approaching a colored 
bike lane. Seventy-six percent of cyclists 
and 50% of motorists also reported that 
the colored lanes felt safer. 

The blue Henry Street bike lane, 
part of the DOT’s Downtown Brooklyn 
Traffic Calming project, clearly demar¬ 
cates safe space for cyclists. But because 
the lane runs adjacent to Long Island 
College Hospital, motorists sometimes 
mistake it for handicapped parking. A 
quick switch to green would prevent 
this problem elsewhere in NYC. 

Write to the DOT and encourage it to 
use colored pavement to mark bike lanes. 


DOT Commissioner Iris Weinshall 
40 Worth Street 
NYC 10013 



ing the promenade for pedestrians and slow 
cyclists. In the Fall of 2001, T.A. proposed the 
‘Preferred Path’ plan and ‘Shared Path’ signs to 
Riverside Park. Over the Spring and Summer of 
2002, Riverside Park installed ‘Shared Path’ signs 
to foster a congenial path environment. Now, 
Riverside Park management must reach out to 
the Parks Department’s talented bicycle and 
pedestrian planning staff to develop and imple¬ 
ment a ‘Preferred Path’ plan. 


ational route for cyclists, pedestrians and 
skaters. Indeed, Riverside Park’s once quiet 
waterfront promenade is dangerously overcrowd¬ 
ed. According to the Department of City Planning, 
1,200 people an hour cycle, walk and skate along 
busy parts of the greenway during peak times. To 
ease congestion and reduce bicycle-pedestrian 
conflicts on the promenade, Riverside Park needs 
a ‘Preferred Path’ for cyclists. This path should 
follow the existing underused paths inland of the 
promenade between 66th and 83rd Streets, leav- 


Enough Already! 
Build the Brooklyn 
Waterfront Greenway 

The Brooklyn Waterfront Greenway, a pro¬ 
posed off-street bicycle and pedestrian 
path between Red Hook and Brooklyn 
Bridge Park that has been in the works for 
a number of years, continues to be threat¬ 
ened by a decades-old DOT plan to widen 
Van Brunt Street. Van Brunt is the DOT’S 


designated local truck route; the agency has 
proposed to widen it from 30 feet to 42 feet to 
allow two 50’ trucks to be able to pass at 30 
mph. The DOT’S street widening plan will create 
dangerous conditions for cyclists and pedestri¬ 
ans. And, despite the support of State Senator 
Martin Connor, State Assembly member Joan 
Millman, City Council member David Yassky, the 
Regional Plan Association and the Brooklyn 
Waterfront Greenway Taskforce, the DOT has 
proposed to stripe two on-street buffered bike 
lanes on Van Brunt to avoid problems between 
barreling motor vehicles and cyclists and pedes¬ 
trians instead of scrapping the widening plan 
altogether and using this space as part of the 
off-street Brooklyn Waterfront Greenway. 
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Car-Free Prospect Park Win 


P rospect park users started 
the new year with a major victo¬ 
ry—a three month extension of 
car-free “summer hours.” On Jan¬ 
uary 7, the Department of Transportation 
announced that, beginning January 21, 
2003, Prospect Park would be completely 
car-free on weekends while, on weekdays, 
cars would be allowed in the Park only 
during rush hours: 7 to 9 am and 4 to 
7 pm. Better yet, once daylight sav¬ 
ing time resumes on April 4, cars 
will only be allowed in the park 
during the evening from 5 to 7 
pm. This is a marked improve¬ 
ment from the previous sched¬ 
ule, which gave motorists 24-7 
access to the park drives from 
the end of October to the 
beginning of April. 

Credit goes, first and fore¬ 
most, to T.A.’s Brooklyn 
Committee for its laser beam 
focus on the issue throughout 
2002. Last spring, committee 
members collected 10,000 


signatures of support. T.A. leveraged 
these into a massive town hall meeting 
at the end of July. Credit also goes to 
Councilmembers Bill DeBlasio, David 
Yassky, Yvette Clarke, James Davis and 
ex-member Angel Rodriguez for follow¬ 


ing up on the Town Hall meeting with 
political pressure. In December, these 
councilmembers sent a letter to DOT 
Commissioner Iris Weinshall refuting 
the agency’s claim that it needs an addi¬ 
tional study of the issue (it spent mil¬ 
lions studying the issue from 1993 to 
1997) and demanding a three-month 
“Car-Free Summer” in Prospect Park. 

The DOT is calling the new car-free 
hours a “winter trial phase;” presum¬ 
ably, it will evaluate the “trial” at 
the end of this year. Allow us: In 
the trial’s first month, T.A. 
received a multitude of 
thanks from park users 
ecstatic about the new car- 
free hours. Unfortunately, 
T.A. has heard numerous 
complaints about motorists 
getting out of their cars to 
move the park drives’ flimsy 
barriers and driving into the 
park during car-free hours. 
The police need to better 
enforce car-free hours. 


Councilmembers deBlasio, Yassky 
and Davis celebrate increase in 



Central Park Turns 150 

Time Right for Move Towards Car-Free 


T his year marks central park’s 
150th anniversary. What better 
way to celebrate than to reclaim the 
Central Park drive from the automobile 
and return it to its intended use as a 
recreational thoroughfare? The Car-Free 
Central Park Campaign will be doing all 
it can to make this a reality in 2003, 
armed with 44,000 petition signatures 
(and counting), dozens of key endorse¬ 
ments and high hopes. 

Lung Ass. Joins Car-Free Call 

Concerned about the lungs of cyclists, 
skaters and joggers immersed in traffic- 
caused carbon monoxide and ozone on 
Central Park’s loop drive, the American 
Lung Association—hardly a radical 
group—is urging Mayor Bloomberg to 
keep cars out of Central Park. Ideally, 
the Lung Association’s call will resonate 
with Mayor Bloomberg, who has already 
shown great concern for the lungs of 
restaurant workers. 


Towards Car-Free 2003 

Over the last year, the Car-Free Central 
Park Campaign has met with many of 
the people in and out of government who 
hold Central Park’s future in their hands. 
They agree that the City should reclaim 
street entrances as park land, reduce car 
hours in the park to only 7 to 9 am on 
weekdays and try a car-free month or 
three in the summer. In the early 1990s, 
the City landscaped the Columbus Circle 
and Frederick Douglas Circle entrances 
back into park space. Now, the City 
should expand upon its improvements of 
the past decade by converting the asphalt 
at the street entrances at East 102nd 
Street, West 90th Street and West 85th 
Street into grassy lawns and play spaces. 
In addition, it should honor Central 
Park’s 150th birthday by declaring a 
three-month car-free summer in the park. 

Take Action 

If you want cars out, we can put you to 



The Mayor should celebrate Central Park’s 
150th birthday by converting select street 
entrances to grassy areas and instituting 
a three-month car-free summer. 

work. Our petition drive has collected 
44,000 signatures—on the way to 
100,000—calling for a car-free park. 
Gathering petition signatures is a 
great way to convert that anger and 
frustration about cars in the park into 
a bigger voice for change. At a mini¬ 
mum, we need you to write a letter or 
call your city councilmember. See 
Committee News (p. 24) for more 
information. 
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Safe Routes to School 
Where Art Thou? 


A fter closely watching T.A.’s 
B ronx Safe Routes to School 
program, the Department of 
Transportation awarded a $2.5 
million contract in early 2002 to the 
consulting team of Urbitran and RBA 
to create the City’s own Safe School pro¬ 
gram. As step one, the DOT asked the 
consultants to create a computerized 
map and inventory of the surroundings 
of all 1,350 schools in New York City 
and select 135 schools with the worst 
pedestrian safety problems for detailed 
traffic calming plans. 

Though it has been in progress for a 
year, the DOT has not breathed a word 
about the project to the public. This is 
particularly disappointing given that 
T.A.’s politically popular Bronx pro¬ 
gram, which developed traffic calming 
plans for 38 elementary schools, was 
rooted in intensive community out¬ 
reach. Doubly disappointing is that the 
DOT and its school safety consultants is 
ignoring, rather than embracing, the 
parents, teachers, city councilmembers 
and community leaders who participat- 



“Walk to School Day” in The Bronx as part 
of T.A.’s Safe Routes to School program. It 
is time for the DOT to make its own SRTS 
program public. 

ed in the Bronx Safe Routes to School 
Program. It is a shame that the DOT 
has not taken advantage of the commu¬ 
nity interest in traffic calming at the 38 
Bronx schools, especially since the 
agency often encounters community 
opposition to even modest changes. 
Rather than being secretive, the DOT 


should publicize the Safe Schools pro¬ 
gram. To start, the DOT should form a 
Safe Schools Citizen’s Advisory Commit¬ 
tee of elected officials, community board 
members, civic organizations, the Police 
Department, the Fire Department, busi¬ 
ness associations and others, as it has for 
traffic calming planning on Queens 
Boulevard. T.A. would certainly wel¬ 
come the chance to share our expertise, 
which is based on five years of Safe 
Routes to School work in The Bronx, 
with the DOT. 


Pedestrians Applaud DOT 
Crackdown on Vending Boxes 


O N APRIL 25TH, THE DOT WILL 
begin enforcing a new law that 
clears vending boxes (aka “news- 
racks”) from corners and narrow side¬ 
walks. Over the last decade, the boxes 
have proliferated across city sidewalks 
like some kind of particularly virulent 
bacteria. But thanks to aggressive advo¬ 
cacy by DOT Commissioner Iris Wein- 
shall, the City Council finally passed 
legislation in late 2002 regulating the 
obnoxious objects. The will-power-chal¬ 
lenged City Council had been stalled on 
the issue for years because of opposition 
from vendors and hysterical First 
Amendment claims from the newspaper 
industry. The new law and regulations 
are welcome, but they raise the impor¬ 
tant question of why the public so 



Vendor boxes like these on the Upper 
West Side block crosswalks, crowd 
sidewalks and consume public space. 

blithely accepts giving away scarce pub¬ 
lic space—in this case the sidewalks—so 
that some person can make a buck. 
Manned newspaper stands pay substan¬ 
tial fees to rent their space; owners of 
plastic boxes pay nothing. 


Highlights of Vending 
Box Crackdown 

• Enforcement starts April 25. 

• All boxes must be registered with the DOT. 

• Boxes must clearly display name, address, 
phone and e-mail. 

• Box cannot be placed within: 

— Five feet of the corner area. 

—Crosswalk area. 

— Bus stops. 

—Two feet from the curb. 

—15 feet of subway or railway entrances. 

• Penalty 

—One week to remove illegal boxes after 
notification from the DOT. 

—$250-500 fine. 

—Three month confiscation of all boxes if 
fines unpaid. 

• To report sidewalk blocking and other illegal 
vending boxes: 212 or 718 CALLDOT (225-5368) 

• See nyc.gov/html/dot/html/permits/ 
newsracksinfo.html 


transalt.org 


WINTER 2003 


9 












declaiming 


T.A. Calls on DOT to Make 
Atlantic Ave. Medians Safe 


DOT Tells NY Times “It is shameful and 
disingenuous for T.A. to try to seek publicity 
from this tragedy.” 

O N FEBRUARY 6, THE DAY AFTER 
seventeen-year old Nery 
Mejia, and Yaritza Santos 
and her 11-month-old son, 
Manuel Villot were killed by a heroin- 
addled motorist on Atlantic Avenue, 
T.A. wrote to DOT Commissioner 
Iris Weinshall imploring her to prevent 
future tragedies by placing posts 
and other car-stopping barriers on 
Atlantic Avenue and other dangerous 
median strips. 

“No one could have stopped the 
heroin-addled motorist from careening 
down the street at 60 mph—but if that 
median strip had had bollards or a 
concrete wall installed on it at the 
nearby intersection, the young women 
and their babies would have been 
unharmed. On Queens Boulevard you 
showed that you will act decisively to 
save pedestrian lives. Transportation 
Alternatives urges you to move with 
the same forcefulness to make the medi¬ 


an strips and pedestrian waiting areas 
on major New York City streets, 
including Atlantic Avenue, safe for 
pedestrians. 

To this end, Transportation 
Alternatives urges you to 
take three actions: 

• Protect pedestrians waiting on existing 

medians on major streets by installing 
inexpensive, heavy duty, protective bol¬ 
lards, concrete walls, planters or any 
other effective, quick and inexpensive 
car-stopping devices. 

• Enlarge pedestrian waiting areas 
or “refuges” at intersections to a mini¬ 
mum of six feet, as recommended by the 
federal Americans with Disabilities 
Commission. 

• Make sure that the medians on busy 
streets have planters or high curbs 

to stop motorists from mounting the 
curb and driving along the median. 
Good examples of this are Route 
9A/West Side Highway, Park Avenue 
and Broadway [...] 

“It would be a huge mistake to view 


what happened on Atlantic Avenue and 
Milford Street as a random, not-to-be- 
repeated event. It is well known that 
motorists mount medians everyday in 
New York City—median strips are 
marked by tire tracks and broken head¬ 
light glass. This is why the pedestrian 
refuges on streets like Broadway and 
Route 9A are protected by stout con¬ 
crete walls and large steel bollards. 
Unfortunately, they are the exception. 

You are rightly proud of what you 
accomplished on Queens Boulevard. 
Because of your leadership and personal 
involvement, at least ten people are alive 
and well and many more are safe and 
sound. I urge you to move with the 
same urgency and determination to 
make pedestrian medians safe.” 

T.A. followed this letter with an 
Internet “Action Alert” that asked our 
members to urge the DOT to take 
action. They did. T.A. members sent 
400 faxes to Commissioner Weinshall. 
T.A. also issued a press release to pub¬ 
licize the fact that these deaths could 
have been prevented if the pedestrian 
waiting area on the Atlantic Avenue 


Making Atlantic Avenue Safe Step-By-Step 


The DOT needs to take quick action to protect pedestrians waiting on the three-step process of immediate, short and permanent changes that the 
Atlantic Avenue median. An out of control driver could easily mount the DOT should make to the median to keep cars off and pedestrians safe, 

median there at any time. It is alarming that a month has passed and the The recommended designs and materials are ones that are already in 

DOT still shows no signs of doing anything. Below is an illustration of a common use in New York City. 



Now. Place Jersey barriers lengthwise on medi¬ 
an strip to prevent motorists from driving along 
it or crossing it. At pedestrian crossings, place 
large concrete planters to deflect motorists 
from head on collisions. Time: under a week. 
Cost: $4io,ooo/mile. 


Six months to a year. Replace the 
jersey barriers with large, attractive 
planters. Ideally, these would be planted 
with bushes or small trees as part of the Parks 
Department’s “Green Streets” initiative. 

Cost: $500,ooo/mile 


One to five years. Rebuild the median 
with long planters similar to those on the 
Broadway Mall median in Upper Manhattan. 
Time: will require a longer planning period; 
add to list of out-year capital projects. 

Cost: $i million/mile. 


10 WINTER 2003 


transalt.org 








Anatomy of a Horror: Women, Infant 
Killed On Median Strip, Not in Street 

On February 5, 2003, a heroin addled motorist struck and killed 23 year-old 
Nery Mejia, 19 year-old Yaritza Santos and her 11-month-old son, Manuel Vil- 
lot, as they paused on the median strip of Atlantic Avenue to wait for a break 
in traffic. The heavily-used pedestrian crossing near Milford Street in Cyprus 
Hills Brooklyn is a legal pedestrian crossing. 


declaiming 



o Heroin-addled motorist mounts three-inch curb and crashes through light 
post and drives on median strip for 60-100 feet. 

Q Legal pedestrian crossing 

0 On the median, the motorist kills women and strikes infants in strollers, 
killing one and critically injuring another, 
o Motorist plunges back into street and drives another eight 
blocks before crashing into a truck. 


median strip had been protected by the 
same kinds of walls, bollards (steel 
posts) and planters that Park Avenue 
South and Upper Broadway (both in 
Manhattan) already have. The DOT’s 
response to T.A.’s urgent call for pro¬ 
tected medians was printed in the Feb¬ 
ruary 16th New York Times: 


“Our roads are not designed for 
heroin users,” Mr. Cocola said in an e- 
mail response to questions. “It is 
shameful and disingenuous for Trans¬ 
portation Alternatives to try to seek 
publicity from this tragedy.” 

Unfortunately, the “DOT’s” roads, 
and “its” medians, have to be designed 


Median's Three-Inch High Curb is Easily Mountable 



It will not take a heroin fiend to run down the next pedestrian on the Atlantic Avenue 
median. Pedestrians on the median are only protected by a three-inch high curb. 

The State DOT considers curbs shorter than six-inches high as “mountable” or 
“traversable;” it recommends them for locations where service vehicles or the 
police need to be able to drive on or across medians. 

Chapter Three of the New York State Department of 
Transportation Highway Design Manual. 


with heroin users, drunks, speeders and 
reckless drivers in mind. Motorists 
jump the curb in New York City all 
the time and frequently strike pedestri¬ 
ans on the sidewalk. 

According to an authoritative Ore¬ 
gon DOT study, streets with medians 
are 15 times easier to cross. Likewise, 
the planners and engineers at the 
Association of Pedestrian Bicycle Pro¬ 
fessionals say that medians reduce 
both motor vehicle and pedestrian 
crashes and make big streets easier to 
cross for slow pedestrians, like seniors, 
children and the infirm. On Queens 
Boulevard, Park Avenue and Upper 
Broadway, the NYC Department 
of Transportation has clearly recog¬ 
nized the vulnerability of pedestrians 
waiting on median strips. On those 
streets, the pedestrian waiting areas on 
the median are “capped” by sturdy 
walls able to stop an out-of-control 
motorist. 

City streets are filled with miscreant 
motorists, and if the DOT does nothing, 
you can bet that motorists will end up 
“accidentally” driving onto the unpro¬ 
tected Atlantic Avenue median, hitting 
whoever is unlucky enough to be stand¬ 
ing there at the time. 
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Making the Grade 2002 


T.A.’s 6th Annual Report On Bicycling in NYC 



T ransportation Alternatives rates 
on-the-street bicycling conditions and 
what government agencies did to pro¬ 
mote cycling in 2002. This report card is 
intended to inspire Government to improve its pro¬ 
motion of cycling and to provide a record of the 
cycling environment. It should also provoke cyclists 
and Government to think about what makes a good 

PROGRESS: MOMENTUM AND ATTITUDE 


2002 2001 
»rts: C+ A- 

Cycling Environment: C _ A 


THIS SUBJECTIVE CATEGORY IS A BAROMETER OF 
public ATTitudes towards cycling and Government 
efforts to promote it in 2002. This year, the City continued 
focusing on building bike lanes and greenways wherever and 
whenever it easily could. The DOT added bike lanes when its 
paving schedule allowed, not necessarily according to where 
they were needed to improve safety or to make connections in 
the cycling network. There was no effort to make bridge access 
safer, ensure bicycle access to buildings or restore the City’s 
Bicycle Advisory Committee. 

A big plus in 2002 was that the DOT, Planning, Parks 
and the State DOT’s bicycle staff were accessible to the 
public. However, key DOT divisions, like Bridges, need 
work. The DOT’s Thru Streets and new car-free hours in 
Prospect Park were boons to cyclists, but these are limited 
advances compared to the potential of projects like the 
Downtown Brooklyn Traffic Calming project, which 
remains dead in the water. 

The State DOT closed and began redesigned a dozen 
motor vehicle crossings on the Hudson River Greenway. City 
Planning did good work combining the individual borough 
bike maps into one citywide format and worked with Parks on 
the Mayor’s Manhattan Waterfront Greenway and other paths 
around NYC. No agency made public announcements about 
their hard work to improve cycling conditions. 

THE OVERALL CYCLING ENVIRONMENT 



Government Efforts: 


2002 2001 
B= 


Cycling Environment: C 


THIS CATEGORY EVALUATES THE PHYSICAL CYCLING 
ENVIRONMENT in the city, and its rideability for all cyclists. 
This year, DOT bike planners used opportunities in the 
repaving schedule to stripe new bike lanes. The DOT’s 
strategy serves the Mayor’s Management Report, which 


cycling environment. T.A. gives credit for projects 
completed in 2002, not the years of funding, plan¬ 
ning and engineering that came first. Overall, Gov¬ 
ernment gets credit for treating cycling as a legiti¬ 
mate form of transportation. 

We assign two grades to eight categories, 
including two overall grades and a review of six 
bicycling basics. 

evaluates the bike program based on miles of new bike 
lanes, but it ignores safety, bike network connectivity and 
gains in ridership. The City did not make major advances 
in addressing the largest obstacles to cycling: lack of 
secure bike parking, unsafe traffic and poor street condi¬ 
tions. To do this, cyclists need high-level political support 
of putting the safety of cyclists before the speed and con¬ 
venience of motorists. In 2002, cyclists lacked a champion 
in City Hall to push government agencies to make cycling 
improvements that would have increased safety and rider- 
ship, like making safe connections at the most dangerous 
locations within the bike network: bridge entrances and 
greenway connections. The overall cycling environment 
gets a “C“ because it is still only tolerable enough to keep 
everyday cyclists riding; it does not encourage non-cyclists 
to take to two wheels. 

SAFE STREETS 



Government Efforts: 

Cycling Environment; 


2002 2001 
c c- 

C_C= 


UNFORTUNATELY, THE DANGEROUS AND CHAOTIC 
STREET 

environment did not change much. Speeding, dooring and 
failure to yield to cyclists went unenforced. The NYPD did 
not conduct zero tolerance crackdowns on dangerous driv¬ 
ers. Though T.A. maintains a positive relationship with the 
NYPD, we must remind it that it has not published timely 
crash information or instituted safety education programs 
for motorists. The unchanged grade also reflects the 
unchanged number of cycling fatalities—seventeen— 
between 2001 and 2002. 

Direct routes, like Atlantic Avenue, Queens Boulevard and 
Flat bush Avenue, remain dangerous, uncycleable obstacles to 
everyday cycling. Crazed cab drivers and oblivious passengers 
also remain an intractable problem. The Taxi and Limousine 
Commission made its taxi driver school more bicycle-friendly, 
but has not followed through on T.A.’s simple request to place 
‘anti-dooring’ stickers in taxis. 

A—Top effort/Top condition; B—Good effort/Good condition; 

C—OK effort/Accept. condition; D —Poor effort/Unaccept, condition; 

F—No effort/Life-threatening condition. 
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BICYCLE LANES 



Government Efforts: 


2002 2001 

B= B 


Cycling Environment: C+ 


THE DOT FOCUSED ON THE QUANTITY, NOT QUALITY, OF BIKE 
lanes in 2002. It placed new lanes opportunistically, so that 
only a handful of them made connections in the bike network. 
New lanes include Hering and Yates Avenues (Bronx), Avenue 
C (Manhattan), 36th Street, Winchester Boulevard and 222nd 
Street (Queens) and Clinton Street (Brooklyn). The latter 
three lanes make good connections to existing bike lanes, 
bridges and greenways. 

Citywide, bike lane conditions were abysmal. Contractors 
regularly left unfilled street cuts and metal plates in lanes and 
failed to replace bike lane striping and symbols. In 2002, 
T.A.’s Operation Hazard ID surveyed and reported over 500 
street hazards to the DOT. The City should make surveying 
and repairing bike lanes routine. 

In 2002, the DOT did not test innovative designs, such as 
advanced cyclist waiting areas at intersections or contra-flow, 
two-way, median, raised or curb-separated bike lanes, all of 
which dramatically improve safety and encourage cycling. 

BRIDGES 



Government Efforts: 


2002 2001 

B+ 


Cycling Environment: C 


BRIDGE ACCESS REMAINS DANGEROUS AND CONFUSING. IN DEC- 
ember, the DOT completed a fully-ramped bicycle and pedes¬ 
trian path on the Williamsburg Bridge. But the deadly traffic 
on Delancey Street in Manhattan makes the path inaccessible 
to most cyclists. New signals, crosswalks and crossing signs 
will be a welcome addition in 2003. 

Access to the Brooklyn sides of the Manhattan and Brook¬ 
lyn Bridges and the Manhattan side of the Queensboro Bridge 
are still perilous. The fact that access routes to all of the East 
River bridges are still dangerous reflects the City’s failure to 
provide safe cycling connections between bridges and the on¬ 
street bicycle and greenway networks. Bike paths on the East 
River bridges are the backbone of the City’s cycling network, 
but by not making access safer, the DOT is leading cycling 
lambs to the slaughter. 

Lost from 2002: City Planning’s East River bridges bicycle 
access study. 

GREENWAYS 



Government Efforts: 
Cycling Environment; 


2002 2001 
C+ B 
B- B= 


NYC HAS BEAUTIFUL GREENWAYS, BUT THEY ARE OVERCROWD- 
ed and poorly managed. 

In 2002, Fleet Week closed the Hudson River Greenway and 
bicycle-pedestrian conflicts in Riverside Park went unsolved. In 
addition, the DOT planned to build a highway off-ramp across 


Special Reporl 


the entrance to the Shore Parkway Greenway and a truck route 
in place of the Brooklyn Waterfront Greenway. Additionally, the 
Shore Parkway path is falling into Upper New York Bay. 

In 2002, the State DOT closed four motor vehicle cross¬ 
ings and redesigned eight others between Battery Park and 
59th Street on the Hudson River Greenway. This shows that 
the SDOT is actively putting pedestrian and cycling safety 
before the flow of motor traffic. However, it still has not 
removed the dangerous and illegal stop signs on the greenway. 

The Mayor’s announcement to build a path around Man¬ 
hattan was a boost for Parks and City Planning. But Parks 
continues to be plagued by the lack of internal coordination 
about day-to-day greenway operations and of a patron at City 
Hall who puts pedestrians and bicyclists first. 

PARKING 


is 


Government Efforts: 
Cycling Environment: 


2002 2001 

_C 

C+D 


ON-STREET BIKE PARKING AND SECURE BIKE PARKING AT TRAN- 
sit made gains, but bicycle access to buildings is still a dream 
for most New Yorkers. The DOT greatly improved on-street 
bike parking by adopting the impregnable “Chicago” bike 
rack and installing 216 bike racks, many sensibly-placed in 
the shadow areas behind subway station entrances. 

There was no citywide progress in improving bike access 
to buildings. Because of New York’s incorrigible bicycle 
thieves, building access is the key to encouraging more com¬ 
muter cyclists. The City did not introduce any legislation that 
mandated bicycle access to buildings. Though bike access to 
City-owned buildings was part of the Transit Strike contin¬ 
gency plan, the Department of Citywide Administrative Ser¬ 
vices did not actually restore its “open door” bike access poli¬ 
cy. The DOT needs a bike parking officer to work with build¬ 
ing owners/managers, transit stations, parking garages and 
businesses to create secure bike parking. 

This year, cooperative planning for secure bicycle parking 
at transit made steady progress. T.A., working with the DOT, 
the 34th Street Partnership, Amtrak and Madison Square 
Garden, developed plans for secure parking at Penn Station. 
Looking ahead to 2003, New York’s cyclists would benefit 
from secure parking at Grand Central Terminal, Whitehall 
Ferry Terminal and suburban rail stations. 

TRANSIT 



£y< 


2002 2001 

A A 

A- A- 


GIVEN THEIR ENORMOUS RIDERSHIP, NYC’S MASS TRANSIT SYSTEMS 
maintain bicycle-friendly policies. Larry Reuter, head of NYC 
Transit, deserves extra credit for maintaining NYCT’s “common 
sense” bicycle policy as ridership continued to soar in 2002. NYC 
Transit leads the nation in bike access and allows cyclists 24-hour 
use of the subway while still allowing transit workers and police 
to keep bikes off crowded trains. Cyclists enjoy the immense 
benefits of this unrestricted access. Neither rain, nor mechanical 
failure can stop a cyclist equipped with $2.00 or a MetroCard. 
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sensible Transportation 

NYC Transit Fares Soar 33%, 
Bridge Tolls Only 14% 

Non-polluting, space-saving transit riders socked while 
polluting, congestion-causing motorists continue to underpay. 


I F YOU THINK THAT THE NEW YORK 
City transportation system is often 
backwards, thank Governor Pataki 
and the state legislature. In Lon¬ 
don, a bold plan to charge motorists $8 
to enter the center city has unsnarled 
traffic. In New York City, transit riders 
are being hit with a mammoth fare hike 
just to maintain existing service, while 
most motorists on MTA bridges and 
tunnels continue to pay just $3 and the 
city’s four East River bridges remain 
free, clogged and a drain on the City 
treasury. Because of opposition from 
Pataki, government did not consider 
new funds that could have helped hold 
down fares, like reinstating the com¬ 
muter tax and East River bridge tolls. 

The Governor controls the Metro¬ 
politan Transportation Authority 
(MTA), which runs NYC Transit buses 
and subways and MTA 
Bridges and Tunnels, 
which owns six major 
toll bridges and tun¬ 
nels. Despite a ferocious 
Save the Fare campaign 
by the Straphangers 
Campaign and labor- 
funded activists, the 17- 
member MTA board 
voted in early March to 
raise the base transit 
fare by $.50 to $2, a 
whopping 33% hike. The board mem¬ 
bers, all appointed by Governor Pataki, 
also raised bridge tolls by $0.50 to 
$3.50 (though E-ZPass users, who are a 
majority of motorists using the bridge, 
will only pay $3). Commuter rail riders 
will face a 25% hike. 

Balancing the City Budget on 
Backs of NYC Transit Riders? 

While the ostensible reason for the fare 
hike is to avoid devastating service and 
maintenance costs, some long-time 
observers believe that the Governor 


Fare Hike Highlights 

Subway and Bus: Up 33%, a $0.50 
increase from $1.50 to $2.00 for base fare. 
Tolls: Up 14%, a $0.50 increase from $3.00 
to $3.50 for base toll. 

Commuter Rail: Up an average of 25% for 
base fare. 

Express Bus: Up 33%, a $1.00 increase 
from $3 to $4. 

ordered the hike in part to 
help Mayor Mike Bloomberg close the 
City’s $3.5 billion budget deficit. In¬ 
creased fare revenue would potentially 
allow the Mayor to reduce the City’s 
$500 million subsidy to bus and sub¬ 
way operations and maintenance of 
Long Island Railroad stations within 
the five boroughs. It will be shameful if 
the city’s transit riders, many of whom 
are very poor and can 
ill afford the additional 
$250 in transit costs, 
pay more just so that 
the Mayor can cut city 
transit funding. Its 
desire to hide this and 
other political motiva¬ 
tions lurking behind 
the fare hike are proba¬ 
bly behind the MTA’s 
persistent refusal to 
fully disclose its budg¬ 
et to the public or the city or state 
comptrollers. At press time, State 
Comptroller Alan Hevesi told reporters 
that the 18 boxes of MTA financial 
records that the MTA gave his office 
after he subpoened it, were “such a 
mess” that career budget analysts and 
auditors could not figure them out. 

Exploding Debt Bomb 

The other big reason for the fare hike is 
Governor Pataki’s policy of starving the 
MTA of rebuilding funds, forcing the 
agency to borrow billions. Paying off 


Post Fare Hike World 

Rider share of operation costs: 

NYC 

65% 

Nat’l average 

40% 

Base fare comparison: 

NYC 

$2 

Chicago 

$1.50 

Philadelphia 

$1.30 

L.A. 

$1-35 

Boston 

$1 


V_ J 


these bonds is the largest growing cost for 
the agency—not the increase in service 
necessitated by increased ridership and 
not the increased wages for transit work¬ 
ers. Pataki also continues to acquiesce to 
state aid formulas that shortchange NYC 
Transit of $325 million a year. 

Suburban Motorists 
Voted Pataki, City Transit 
Riders Did Not 

Politics trump good transportation pol¬ 
icy. Governor Pataki has raised tolls 
much less than transit fares because the 
motorists using MTA crossings voted 
for him and city transit riders did not. 
The Governor opposes the Mayor’s goal 
of tolling the city’s East River bridges 
for the same reason. The whole point of 
creating the MTA was to insulate elect¬ 
ed officials from the political pain of 
toll and fare hikes. The agency could 
have raised the base toll rate to $5 or $6 
with minimal political harm to the 
Governor, who was just reelected and 
will not face voters for three-and-half 
years. But even in the face of cata¬ 
strophic budget deficits, Pataki seems 
unwilling to either tax or toll his 
motoring supporters. 


Token Booths 
Mainly Saved 

According to the NY 
Daily News, the huge 
public outcry in Febru¬ 
ary caused the MTA to 
back away from its plan 
to close 177 of the 725 plus token booths 
in New York City. Instead, it will close “no 
more than” 62 part-time booths. This is 
especially good news for NYC’s 100,000 
plus everyday bicyclists, many of whom 
rely on the subway as a back-up in case 
of mechanical failure or bad weather. 
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T.A. and the Mayor Still Want 
to Toll the East River Bridges 

Tolls will reduce cut-through traffic to the free bridges in surrounding 
neighborhoods, reduce traffic and reduce air pollution. 


D espite bitter 
opposition from 
Brooklyn and 
Queens politicians, 

Mayor Michael Bloom¬ 
berg still wants to toll 
the East River bridges. 

In the last issue of 
Transportation Alternatives 
Magazine, T.A. provided 
detailed coverage of the 
political and policy issues involved. Not 
much has changed in the intervening 
months. Transportation Alternatives, 

Who is Driving? Who Will Pay? 



Mayor Mike Bloomberg 
seeks East River bridge 
tolls and takes the 
subway to work. 

along with the Mayor 
and every single major 
environmental, trans¬ 
portation watchdog and 
transit group in New 
York City, supports 
placing tolls on the East River bridges. 
Tolls are good transportation and envi¬ 
ronment policy. 


A new report by Charles koman- 
off of The Bridge Tolls Advocacy 
Project clarifies who is driving 
and what they will pay if the City 
charges tolls on the East River bridges. 
For the full report, see bridgetolls.org/ 
whowillpay. 

The most important finding is that 
only 100,000 or so New York City resi¬ 
dents—fewer than 2% of New Yorkers 
of driving age—stand to pay dearly 

KEY FINDINGS 


when the bridges are tolled. The other 
98% of New Yorkers will spend, on 
average, less than $50 a year in East 
River bridge tolls. And, contrary to 
what some elected officials would have 
us believe, only 2% of Brooklyn and 2% 
of Queens residents commute to work 
by car over the East River bridges. The 
reality is that the vast majority of 
Brooklyn and Queens residents take 
mass transit, bicycle or walk to work. 


A 



\ 

2 %: NYC residents who commute by car 

Putting it into perspective 



every day across the East River bridges. 

New Yorkers are much more likely to take 


2%: Brooklyn residents who commute by car 

mass transit, bicycle or walk than to drive 


every day across the East River bridges. 

over an East River bridge to get to work. 


2%: Queens residents who commute by car 




every day across the East River bridges. 

NYC 



75%: Motorists using the East River bridges 

Mass transit:.. 

.29% 


who are non-commercial drivers. 

Bicycle or walk:.. 

.10% 


20 seconds: Average wait at MTA toll plaza. 

Car trip on ERB:.. 

Brooklyn 

.2% 


Where Would Toll Revenue Come From? 

Mass transit:.. 

.58% 


By type of driver 

Bicycle or walk:.. 

.9% 


25% Commercial drivers 

Car trip on ERB:. 

.2% 


25% Everyday commuters 

Queens 



50% Non-commute trips by other drivers 

Mass transit:.. 

.47% 



Bicycle or walk:.. 

.6% 


By residency of driver 

Car trip on ERB:. 

.2% 


78% NYC ($543 million, led by Brooklyn, 

Manhattan 



with $233 million) 

Mass transit:.. 

.54% 


18% Long Island ($129 million) 

Bicycle or walk:.. 

.24% 


4% NJ ($28 million) 

Car trip on ERB:. 

.1% 

J 


Tolls Score Card 

Supporters 

Transportation Alternatives 
Mayor—Leading Charge 
State Senate Boss Joe Bruno 
All Major Environmental Groups 
All Major Civic Groups 
All Transportation Reform Groups 
Daily News, NY Times, NY Newsday 

Opponents 

AAA 

Governor Pataki 

Assembly Speaker Sheldon Silver 
(what is his problem?) 

Much of the Brooklyn and Queens City 
Council Delegation 

Some Manhattan City Councilmembers 
(what is their problem?) 

No Stated Position 

City Council Speaker Gifford Miller 
Majority of City Council Members 
Majority of City Delegation to Legislature 
Major Business Groups 
Major Trucking Groups 

Baloney Poll Question 
Obscures Truth 

A FEBRUARY 27TH QUINNIPIAC COL- 
lege poll found that NYC resi¬ 
dents opposed tolling the East 
River bridges, 65% to 31%. But the 
poll did not include what pollsters call 
a “benefit statement;” this statement 
should have explained that the tolls 
could reduce traffic congestion and air 
pollution as well as what toll revenue 
might be spent on. It is well known 
that, without being given this context, 
the public opposes fees, fares, taxes or 
charges of any other kind. Indeed, a 
July 17, 2002 Quinnipiac poll found 
that NYC residents supported East 
River bridge tolls two to one over rais¬ 
ing taxes to plug the city budget 
deficit. 
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NEW JERSEY 


NEW YORK 


NJ Pedestrians Told to Wave Flags 

Keep Middlesex Moving (KMM), the New Brunswick based 
nonprofit transportation management association serving 
Middlesex and Monmouth counties, has placed orange flags 
for pedestrians to wave at dangerous intersections in South 
Plainfield. “The Crosswalk Flag Program, which is available 
to communities for free, uses bright orange flags to increase 
pedestrian visibility at crosswalks and intersections,” said 
Cristina Fowler, marketing manager for KMM. “The program, 
funded through a grant from the NJ DOT and the Federal 
Highway Administration, is especially helpful to seniors and 
children, who may not cross the street as quickly as needed.” 
The Crosswalk Flags Program is patterned after a flag pro¬ 
gram used in Salt Lake City, Utah, prior to the Olympics. 

Much-Hated Goethals Twin Postponed 

Short on money because of the WTC disaster, the Port 
Authority has postponed building a new $345 million bridge 
between Staten Island and New Jersey alongside the Goethals 
Bridge. The public, SI elected officials and transportation 
watchdog groups have all heavily criticized the plan to “twin” 
the Goethals; they view it as a boondoggle that will pour a 
torrent of new traffic into the already traffic clogged South 
Shore of Staten Island. Despite this opposition, the Port 
Authority already has $5 million currently earmarked for an 
environmental impact study and is moving forward with pre¬ 
liminary design work. 

WTC PATH Station To Reopen in December 

Along with so many other things lost 
on 9/11 was the PATH train station at 
the World Trade Center, which served 
30,000 New Jersey commuters a day. 
Now the Port Authority has announced 
that, having completed $500 million of 
work clearing and repairing the flooded 
tube under the Hudson River and 
building new track connections, it will 
reopen the temporary World Trade Center site station in 
December. The temporary station will be roofed, but not fully 
enclosed or heated, and will serve until the new downtown 
transit center is built, sometime in the next decade. 

PATH to Take MetroCard Starting in 2004 

For decades, transportation planners have yearned for a 
regional transit pass. That dream became more real in Febru¬ 
ary when the Port Authority announced that the MTA’s 
MetroCard swipe card will work at PATH train turnstiles 
starting in 2004. The big beneficiaries are New Jersey com¬ 
muters who take the PATH train to Manhattan and transfer to 
the subway or bus. Not yet known is whether the Port and 
MTA are willing to offer PATH riders discounts or create a 
system that allows riders to pay just one fare. 



NY State Bridge Authority 
Corrects Stupidity 


The NY State Bridge 
Authority has reopened 
all the bike/pedestrian 
walkways over its Hudson 
River crossings that it had 
closed in response to the 
national “orange alert” for 
possible terrorism. The 
Bridge Authority is a state 
entity that runs the Bear 
Mountain, Newburgh- 
Beacon, Mid-Hudson, Kingston-Rhinecliff and Rip Van Win¬ 
kle bridges over the Hudson River. The Authority told the 
Tri-State Transportation Campaign that it is not inspecting 
trucks crossing the bridges. To their credit, the NYC DOT, 
the MTA and the Port Authority have maintained bike and 
pedestrian access to the bridges in and around New York City 
since September 11, 2001, regardless of terror alert levels. 




Forgotten Bklyn Mega Project Stirring 

The rebuilding of the State DOT’s crumbling 4 mile long 
Gowanus Expressway in West Brooklyn has been overshadowed 
by the rebirth of Lower Manhattan, fare hikes and the MTA 
budget deficit. But the massive and complicated effort has pro- 
: duced one of the most 

interesting community 
planning efforts under¬ 
way in New York. 
Thanks to a legal 
settlement, communi¬ 
ty groups have gotten 
state and federal fund¬ 
ing for their own top 
notch technical advisory team, headed by the firm of Hatch 
Mott MacDonald. With the expert help, local groups have sift¬ 
ed through thirteen rebuilding alternatives ranging from a tun¬ 
nel to a mammoth new double-decker elevated structure. 

As a member of the Gowanus Expressway Community 
Coalition, T.A. has advocated for serious consideration of the 
tunnel plan. Though more expensive to build, a tunnel is 
cheaper in the long run because of lower maintenance costs 
and a long life span. Elevated highways must be totally 
rebuilt every 50 years. 

Price estimates for a new Gowanus highway have soared; 
an elevated structure is projected to cost $2 billion and a tun¬ 
nel $7.5 billion. Given the dire financial straits of the state 
and city, and the soaring federal budget deficit, it is not clear 
where this money will come from. A Final Environmental 
Impact Study for the project is expected in June 2005. 


Read the Tri-State Transportation Campaign’s 
weekly Mobilizing The Region at tstc.org/bulletin. 
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Early Success for London’s Big 
Pricing Experiment 

Costs $8 to drive into the 40 block by 40 block city center 


I N NEW YORK CITY, MAYOR MIKE 
Bloomberg says he wants to toll the 
East River bridges. In response, 
Brooklyn and Queens politicians 
are hallucinating and screaming about 
horrible toll plazas jammed with 
motorists. As they howl, traffic at the 
existing approaches to these bridges 
remains atrocious. Meanwhile, in Lon¬ 
don, on February 17, Mayor “Red” Ken 
Livingstone began tolling the 250,000 
vehicles that enter the center city every 
day with high-tech computerized cam¬ 
eras that recognize license plates. The 
traffic jams have evaporated and critics 
have been silenced. At press time, traffic 
in London’s Traffic Management Zone is 
down 20% and London’s system is pro¬ 
cessing about 95,000 payments and 
issuing about 6,000 penalty fines every 
day. Whether motorists will pay these 
fines remains an open question. But 
with traffic down and 95% of motorists 
paying to enter the zone, the experiment 
is looking good. 

New Yorker Bob Kiley 
Leads London’s Radical 
Pricing Scheme 

Transportation experts have known for 
decades that the best tool for unsnarling 
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@ 
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The congestion zone is clearly 
indicated with markings on 
the road and signposts. 


traffic in places 
like central Lon¬ 
don and Midtown 
Manhattan is 
charging motorists an entrance fee; but 
they have also routinely faced significant 
political opposition. In London, political 
opposition dissipated when the city 
freely elected its mayor for the first time 
in hundreds of years; previously, the 
mayor had been appointed by the more 
conservative central government. Lon¬ 
doners, fed-up by terrible traffic conges¬ 
tion and a broken transportation system, 
elected Ken Livingstone because of his 
pledge to make a major transportation 
overhaul. Ironically, Livingstone looked 
to New York City for his transportation 
boss, Robert Kiley. Kiley is probably 
the foremost big city transportation 
expert in the world. Before moving to 


London, he was a strong advo¬ 
cate for tolls as head of the 
NYC Partnership Chamber of 
Commerce. Prior to his time 
at the Partnership, Kiley 
spent time as head of the 
MTA (NYC’s subways, buses 
and commuter rail) for a 
decade as well as as a deputy 
mayor in Boston. Interesting¬ 
ly, Kiley’s second in command 
at Transport for London (TfL), 
the new unified transportation agency, is 
Jay Walder, also a New Yorker. (Note: 
TfL does not yet control London’s strug¬ 
gling subway system.) 

How does London’s Tolling 
System Work? 

Vehicles entering the “Traffic Manage¬ 
ment Zone” have their license plates 
scanned by a computerized camera, 
which automatically deducts the £5 
($8) fee from the motorist’s account. 
Drivers can create accounts over the 
phone or on the Web. Motorists with¬ 
out an account are given until midnight 
of the day of travel to pay. After that, 
fines increase from £48 for payment in 
the first two weeks to a whopping £120 
($180) if payment is not received with¬ 
in a month. 


London Congestion Pricing Fun Facts 


Cost of creating zone, including com¬ 
puterized camera billing system, sig¬ 
nage etc.: £200 million, including 
£100 million of complementary traffic 
management measures being spent 
across greater London. 

Area of zone: Eight square miles. 
(Equivalent to Manhattan between 
Houston and 60th Street.) 
Percentage of London in Zone: 

1.3% of the 617 sq miles of greater 
London. 

Entries and exits into zone: 174 
When charges are in effect: Week¬ 
days 7 am - 6:30 pm 


Cost to enter zone: £5 
When payment required: Motorists 
without a debit account have until 
10 pm the day of travel to pay via 
phone, Web or at a retail office. An 
additional £5 charge is levied for 
payments made between 10 pm and 
midnight. 

Penalty for non-payment: £48 

if paid in first 14 days, £80 if paid 
in 14-28 days, £120 after one 
month. 

Who pays: Everyone except 
residents, government vehicles, dis¬ 
abled, alternative-fuel vehicles, 


nine passenger plus vehicles and 
tow trucks. 

Reduction of traffic in zone: 20% 

(as of week three). TfL had estimat¬ 
ed 10-15% traffic reduction. 

Some 40,000 vehicles an hour 
drive into congestion charging 

zom —equivalent to 25 busy 
highway lanes—during morning 
peak (7-10 am). 

Daily payments: 95,000 
Daily penalties issued: 6,000 
Privacy: TfL says the images of all of 
the license plates recorded that day 
are erased after midnight each day. 


Where does the money go? To 

transportation, though it will take 
two to three years to pay for the 
£200 million start-up cost of the 
zone. After that, money will go to 
road and transit projects. 

Half of the 136,000 residents living 
within the charging zone are in car¬ 
owning households. 

Over one million people enter 
central London by all forms of 
transport each morning peak, 85% 
of them by public transport. 

londontransport. co. uk/tfl 
(£1 = $1.50) 
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yclmg News 


Bike Lanes Can Be Politically Expensive 



B icycle and pedestrian proj- 
ects undertaken by city agencies 
require varying amounts of politi¬ 
cal backing from elected officials, 
community boards, neighborhood resi¬ 
dents and businesses. When it comes to 
bike lanes, the DOT’s finite political capi¬ 
tal means that the agency must choose 
new lanes with care. Its priority should be 
to install bicycle lanes where they do the 
most to improve cycling conditions. More 
specifically, the DOT should focus on 
building well-designed lanes that connect 
major cycling routes, like bridges, busy 
off-street paths and existing lanes to each 


The new bike lane on Clinton Street in 
Brooklyn is a good example of a strategic 
and politically-sawy location. 

other and to the street grid. In short, when 
it comes to bike lanes, quality is more 
important than quantity. This means that 
the Mayor should not evaluate the DOT 
in its Mayor’s Management Report—its 
report card for city agencies—based on the 
number of new miles of bike lanes the 
agency has striped. 

A good example of a bike lane that is 
strategically-placed and politically-sawy 
is the Clinton Street bike lane in Brook¬ 
lyn. The new lane, which the DOT 
striped in November 2002, is an excel¬ 
lent addition to the bike network 
because it connects Red Hook, Gowanus, 
Cobble Hill and Carroll Gardens to the 
Brooklyn Bridge. In addition, the com¬ 
munity welcomed the lane, and there 
were no objections from City Council 
members de Blasio, Gonzalez or Yassky 
nor from Community Boards 2 or 6. 

Compare the Clinton Street bike lane 
to the half-mile long lanes on Hering 


and Yates Avenues in the Morris Park 
section of the Bronx, which the DOT 
also striped in November 2002. The 
location of these new lanes is neither 
strategic nor politically sawy. They are 
close to the Pelham Bay Parkway Green¬ 
way but become dead ends; they do not 
connect to other parts of the bike net¬ 
work. Additionally, the lanes faced zeal¬ 
ous opposition from City Council mem¬ 
ber Provenzano and Community Board 
11, who together demanded that the 
DOT remove the lanes. In a January 14, 
2003 statement, Commissioner Wein- 
shall declared that, “DOT has no plans 
to remove the lanes.” The DOT is right 
not to remove the lanes, but it should 
have been more strategic and politically 
sawy about the locations of the lanes. 

Tell the DOT that you want bike 
lanes that connect bridges, greenways 
and existing bike lanes. 

DOT Commissioner Iris Weinshall 

4o Worth Street 

NYC 10013 

nyc.gov/html/mail/html/maildot.html 


Ravaged NYC Bike Lanes Aren’t Safe 


B ike lanes are supposed to be 
safe spaces for cyclists. But 
throughout the city, bike lanes are 
pocked with potholes, street cuts and 
metal plates and stripped of stripes and 
pavement markings. These ubiquitous 
disfigured bike lanes are not safe. 

Potholes and plates damage 
motorists’ cars, but they break cyclists’ 
bones and can contribute to fatal crash¬ 
es. This is all the more reason that bike 
lanes need to be better maintained. The 
City should survey bike lane conditions 
every year, evaluating pavement, lane 
striping, signs and pavement markings, 
and make repairs as needed. Currently, 
City Planning reviews the conditions of 
new bike lanes, but no city agency 
examines older lanes for hazards. 

According to City Planning’s 1999 
“Bicycle Survey Report,” poor street 
conditions are the third largest obsta¬ 
cle to potential cyclists (the first is 
secure bike parking and the second 
dangerous traffic). Unless the City 
does a better job maintaining existing 



bike lanes, more New Yorkers will not 
choose to bicycle. 

Three places where bike 
lanes need attention: 

• In October 2002, construction work 
finished on 5 th Avenue between 14th 
Street and Washington Square Park. 
The City finished resurfacing the street 


but did not re-stripe the bike lane or 
replace the missing symbols. Now, the 
5th Avenue bike lane is nearly gone. 

• Since early 2002, two unfilled street 
cuts have plagued 6th Avenue—the city’s 
busiest bike lane—one between 33 rd and 
34th Streets and the other between 40th 
and 42nd Streets. In December 2002, the 
DOT succeeded in filling the cut 
between 33rd and 34th, but the street 
cut between 40th and 42nd is still 
unfilled and still endangers cyclists. 

• Since Fall 2001, the street and bike 
lane surface on Broadway between 
Columbus Circle and Madison Square 
has deteriorated and is as bumpy as rid¬ 
ing on cobblestones. 

Write to the DOT and tell it that 
the City must do a better job of main¬ 
taining existing bike lanes in NYC. 

DOT Commissioner Iris Weinshall 
4o Worth Street 
NYC 10013 
e-mail: 

nyc.gov/html/mail/html/maildot.html 
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Cycling News 

Bumpy New Path Across the 
Williamsburg Bridge 



I N DECEMBER 2002, THE DOT 
opened a new bicycle and pedestri¬ 
an path on the Williamsburg 
Bridge. The 18" wide, fully- 
ramped path connects the Lower East 
Side with Williamsburg, Brooklyn. In 
Manhattan, it is accessible from 
Delancey and Clinton Streets, and in 
Brooklyn, at South 5th Street and South 
5th Place. Its beautiful views of the 


Lower East Side, Midtown and the 
Brooklyn waterfront have led veteran 
cyclists to dub it the ‘skyway.’ 

Unfortunately, 26 dangerous expan¬ 
sion joints make riding on the new path 
hazardous for 3,000 cyclists and pedestri¬ 
ans who cross the Williamsburg Bridge 
every day. They can cause cyclists to lose 
control of their bikes and crash, and 
pedestrians to trip. They also appear to 


Dangerous expansion joints on the 
new Williamsburg Bridge path deter 
uncertain riders and can cause crashes. 

violate the Americans with Disabilities 
Act. The DOT needs to replace the haz¬ 
ards with more gentle joints. 

The jolt-inducing joints are barri¬ 
ers to everyday cycling. Because they 
are difficult for unsteady riders to 
pedal over, some would-be bicyclists 
choose not to cycle. In addition, when 
cyclists ride over the bumps, they 
must worry about their packages fly¬ 
ing out of bike baskets and off of 
racks; this is a dangerous situation that 
can cause them to crash. 

Now that the DOT is nearly finished 
with construction on the bridge, it is 
time for it to remove the dangerous 
expansion joints and ensure that it is 
safe for all path users. 

David Woloch 

Deputy Commissioner for External Affairs 
NYC DOT 
4o Worth Street 
NYC loooi 


Death Imminent on Manhattan Bridge 



C ONDITIONS REMAIN PERILOUS FOR 
the 1,000 people who cycle and 
walk across the Manhattan Bridge 
every day. On the Brooklyn side of the 
bridge, there are no signs, markings or 
signals to alert motorists driving on Jay 
Street or exiting the Manhattan Bridge 
to the presence of cyclists and pedestri¬ 
ans. This is a disaster that the DOT 
must fix immediately. 

Over the last decade, T.A. has asked 
the DOT in over a dozen letters and 
meetings to make Jay Street safe for 
cyclists and pedestrians to reach the 
Manhattan Bridge. This is the most pop¬ 
ular path to the bridge and is the recom¬ 
mended route on the NYC Cycling Map. 

Despite having created a safe design 
for Jay Street in 1996, the DOT has 
chosen to ignore the problem. In a Feb¬ 
ruary 2003 letter to a concerned bridge 
user, DOT Brooklyn Borough Commis¬ 
sioner Lori Ardito wrote, “...bicyclists 


exiting the shared 
pedestrian/bicycle 
path in Brooklyn 
are required to 
negotiate a staircase 
which lands them 
on the east side¬ 
walk of Jay Street. 

From there they are 
directed to the sig¬ 
nalized crosswalk at 
the intersection of Jay at Sands Streets (a 
mere 130 feet away).” 

The DOT’s letter is oblivious to the 
danger cyclists and pedestrians face at 
this intersection. It suggests that the 
stairs are somehow related to the dan¬ 
gerous traffic on Jay Street rather than 
the lack of calming devices. In Fall 
2001, the DOT signed a nonsensical, 
quarter mile detour away from Jay 
Street. Its detour, as Ardito’s letter 
reveals, also requires cyclists to walk 


their bikes for a block. Not surprisingly, 
cyclists do not use this detour. 

The DOT should follow its own 
advice and install a traffic signal, signs 
and crosswalks—and even bollards—to 
slow the traffic on Jay Street and exiting 
the bridge. 

DOT Commissioner Iris Weinshall 

4o Worth Street 

NYC 10013 

nyc.gov/html/mail/html/maildot.html 
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LAW OFFICE OF 

ADAM D. WHITE, ESQ. 

305 Broadway, Suite 1101 

(BETWEEN DUANE AND THOMAS) 

New York, NY 10007 
212-577-9710 

adamlaw@earthlink.net 

HANDLING 
CYCLING ACCIDENTS 
AND YOUR 

OTHER LEGAL PROBLEMS 

- Free Consultation - 

No Recovery No Fee 
Affordable Rates 
Fellow Cyclist Sc City Resident 



DlrtPCP . 5 
dND 1 









MANHATTAN 

RICKSHAW 

COMPANY 


Reservations accepted for weekend 
and weekday evening pedicab service 


■ Sensible 

• Affordable 

• Magical 


Please 
call (212) 
604-4729 


www.manhattanrickshaw.com 


TRANSALT.ORG 

WINS CRITICAL ACCLAIM! 


“10 Best Bike Web sites 
“Editor s Choice,” 


bicycling for Dummies 


snap.com 


Profiled in: 

The New York Times City section 


Entertainment Weekly’s Ty Burr on NY 1 


CYCLING 

ACCIDENT 



All Personal Injury and Accidents 

Trial Attorney/Cyclist 

".a bike-savvy lawyer" 

- Mountain Bike magazine. May 1998 

Protecting the Rights 
of Injured Cyclists 

Law Offices of 

Robert S. Fader 

1-800-796-5657 cyclelaw@aol.com 
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Global Warming Still Real, 

Big Chill in Northeast Part of 
Worst Case Predictions 

ACCORDING TO THE WOODS HOLE INSTI- 
tute, this year’s record cold spell in the 
Northeast falls within the worst case 
predictions of global climate models. 
These models predict that as most of the 
world gets warmer—which is happen¬ 
ing—average winter temperatures in the 
northeastern U.S could fall by nine 
degrees F. Scientists note that climate 
change is expected to happen rapidly, 
not gradually, as the name “global 
warming” implies. The cold spell may 
be related to predicted changes in the 
Gulf Stream which carriers warm water 
north and inflates temperatures in the 
northeast and northern europe by 9-5 F 
over what they would otherwise be. 


Wall St. Journal 



Japanese Government to Pay 
for Road-Related Asthma 


A GROUP OF JAPANESE ASTHMA SUFFER- 
ers has won $638,000 in a suit against 
the Japanese government alleging that 
road-related air pollution in Tokyo either 
gave them asthma or exacerbated existing 
asthma. The plaintiffs live within 5 5 
yards of major roads and highways in 
central Tokyo. The court cited the failure 
of the national and local authorities to 
properly build and manage Tokyo’s roads. 

-Carfree Times 

Norway Looks at Tax Breaks 
for Commuting Cyclists 

NORWAY IS CONSIDERING TAX BREAKS 
for employees who agree to leave 
their cars at home and bike to work. 
The proposal is part of the Public Roads 
Administration’s “national bicycle strat¬ 


egy” to make riding a bike both safe 
and attractive. 


Queen’s Trooper Shoots 
Cyclist To Relieve Boredom 



A SOLDIER WITH THE QUEEN’S GUARDS 
shot a cyclist in the arm because he was 
bored in central London in Fall 2002. 
The soldier was spared prison after 
magistrates in London heard he was an 
“admirable” soldier. The court chairman 
said: “It was an incredibly foolish thing 
to do. But you are clearly a soldier going 
somewhere. We don’t want to interfere 
with that by jailing you.” 

Africa’s Public Transit 
Renaissance 

TWO OF AFRICA’S MOST RESPECTED AND 
recently elected statesmen, President 
Kufuor of Ghana and President Wade 
of Senegal, placed improving public 
transit at the top of their inaugural 
agendas. Recently, the capital cities of 
Accra and Dakar have appealed to 
international transportation experts for 
help realizing modern Bus Rapid Tran¬ 
sit corridors and cycleways—the first 
such systems in Africa. 

-ITDP 

Oil-Short Venezuelans 
Turn to Bikes 

WHILE SALES OF MOST ITEMS ARE DOWN 
because of Venezuela’s general strike, 
one item is hot: the bicycle. Before the 
strike, streets in the capital were usually 
choked with vehicles and a gasoline 
shortage in this oil-rich nation seemed 
unthinkable. But the Caracas traffic 
jams and the gasoline vanished when 
Venezuela’s largest labor union and busi¬ 


ness chamber began a general strike in 
December 2002 to demand President 
Hugo Chavez’ resignation. 

-Associated Press 

Car Ownership on the Rise 
in the EU 

CAR OWNERSHIP PER 1,000 INHABI- 
tants in the European Union increased 
from 292 to 469 between 1980 and 2000. 
The increase can partly be attributed to 
the adoption of environmentally-damag¬ 
ing transport policies by central and east¬ 
ern European countries joining the EU. 

-T&E Bulletin 

Delhi Unveils Sustainable 
Transport Policy 

IN NOVEMBER, THE DELHI GOVERNMENT 
announced that seven new high capacity 
busways would be developed, along 
with other measures to improve public 
transport and non-motorized travel. 
They aim to have one corridor complet¬ 
ed by the end of 2003. 

-ITDP 

Car Talk Host Admits 
He’s Car-Free 

“car talk,” hosted by tom and ray 
Magliozzi (aka Click and Clack), is the 
most popular 
entertainment 
show on U.S. 
public radio, 
heard by 3.7 mil¬ 
lion people each 
weekend. It’s one 
of car culture’s 
major pop icons. 

In an unusual 
spurt of semi-seriousness, the wisecrack¬ 
ing brothers and MIT-educated auto 
mechanics decided recently to launch a 
political crusade of sorts, against sport- 
utility vehicles. It turns out that the 
Magliozzis are not especially fond of other 
types of automobiles, either: “I do not 
own a car,” Tom admitted. “I either ride a 
bicycle or use public transportation.” 

-Car Busters 
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TRAINS 


Amtrak 800-872-7245, amtrak.com. No permit. Bicy¬ 
cles travel only in baggage cars. You may put your 
bike on an earlier train and pick it up when you 
arrive (no tandems). Bicycles usually must be boxed. 
$5 fee each way. Roll-on service at most stops on 
“Vermonter” and “Adirondack” trains. Call for reser¬ 
vations. 

Long Island Railroad 718-558-8228, mta.info. Need 
permit; pick up from Penn or Grand Central Sta¬ 
tions. $5 one-time fee. Limit two bikes per car, four 
bikes per train. Wkdy OB: departing Penn Station 9 
am -3 pm and 8 pm -7 am. Wkdy IB: arriving 10 
am -4 pm and 7 pm-6 am. Wkends and Holidays: 
see permit. 

Metro North 212-532-4900, MTA.INFO. Need permit; 
pick up from Grand Central, window # 27 . $5 one¬ 
time fee. Limit two bikes per car, four bikes per train. 
Port Jarvis line—get NJ Transit pass. Wkdy OB: 
departing Grand Central 9 am -3 pm and 8:15 pm-6 
am. Wkdy IB: arriving 10 am -4 pm and 7 pm-6 am. 
Wkend: no restrictions. Holidays: See permit. 

New Jersey Transit 973-762-5100, njtransit.com. No 
permit. Wkdy OB: departing Penn Station 9:30 am- 
4 pm and 7 pm -5 am. Wkdy IB: arriving 9:30 am -4 
pm and 7 pm -5 am. Wkend: no restrictions. Holi¬ 
days: see permit. 

NY Transit (subway). MTA.INFO. No permit. Be con¬ 
siderate and use ends of train cars. A few stations’ 
gates limit bike entry/exit at times. 

PATH 800-234-PATH/201-216-6247, PANYNJ.GOV. No 
permit. Wkdy OB/IB: 9:30 am- 3:30 pm and 6:30 
pm- 6:30 am. 

SEPTA 215-580-7800, SEPTA.ORG. Bikes permitted on 
regional rail, Norristown, Market-Frankford, Broad 
St. lines. Off-peak travel only. 

Staten Island Railroad 718-966-SIRT, mta.info. No 
permit. Wkdys OB/IB: departing 9 am -3 pm and 7 
pm -4 am. 
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BUSES 


Academy 212-962-1122, academybus.com. No fee. 
Adirondack/Pine Hill Trailways 800-225-6815, 

trailways.com. No fee. Travels in luggage bay if space 
available. Box required. 

Bieber 610-683-7333, biebertourways.com. $5/bike. 
Remove wheel. 

Bonanza 800 -age bay. 

Capitol 717-233-7673, CAPIT0LTRAILWAYS.COM. No fee. 
Box required. 

CT Limo 203-878-6867, ctlimo.com. No fee. Box 
required. 

DeCamp 973-783-7500, decamp.com. No bikes. 
Greyhound 800-231-2222, greyhound.com. $ 15 /bike. 
Provide your own box or $ 10 . 

Hampton Jitney 800-936-0440, hamptonjitney.com. 

$ 10 /bike. Travels in luggage bay. 

Lakeland 973-366-0600, lakelandbus.com. No bikes. 
Liberty Lines 914-813-7777, libertylines.com. No 
bikes. 

LI BUS 516-542-0100, mta.nyc.ny.gov. No bikes. 

MTA 718-445-3100, mta.nyc.ny.gov. Seasonal on QBxl 
over Whitestone Bridge. 

Martz Trailways 800-233-8604, martztrailways.com. 
No fee. Provide your own box. 

NJ Transit 800-777-3606/973-491-9400, 
njtransit.com. No fee. Luggage bays on 
northern Jersey division. 


Olympia Trails 212-964-6233, olympiabus.com. No fee. 
Peter Pan 800-343-9999, peterpanbus.com. No fee. 
Travels in luggage bay. Box required. 

Red & Tan Lines 201-384-2400, redandtanlines.com. 
No bikes. 

Shortline 800-631-8405, shortlinebus.com. 

No fee. Box required. 

Suburban 800-222-0492, suburbantransit.com. No fee. 
Sunrise Coach Lines 800-527-7709, 
sunrisecoach.com. $ 10 /bike. Travels in luggage bay. 
Susquehanna 800-692-6314, susquehannabus.com. 
No fee. Box required. 

Trailway Affiliate 800-858-8555. 

No fee. Box required. 

VT Transit 802-862-9671, VERMONTTRANSIT.COM. 

No fee. Box required. 


FERRIES 


Brooklyn 58th St. Ferry 718-815-BOAT. No fee. 
Cross Sound Ferry 631-323-2525, 

LONGISLANDFERRY.COM. No fee. 

Fire Island Ferry 631-665-3600, pagelinx.com/fififer- 
ry/index.shtml. No bikes. Use infrequent cargo boat. 
Liberty Landing Water Taxi 201-985-4000. 

May have to place outside. 

NY Fast Ferry 732-291-2210, nyff.com. No fee. 

NY Water Taxi 212-742-1969 NYWATERTAXI.COM 
NY Waterway 800-53-FERRY, NYWATERWAY.COM. $ 1 /bike. 
Seastreak 800-BOATRIDE, seastreakusa.com. 

$ 3 /bike. No weekends. 

Staten Island Ferry 718-815-BOAT, siferry.com. 

No fee. Enter at lower level. 
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Luis Fernando Quintero 


Occupation Jeweler 
Neighborhood Long Island City 

How long commuting? All my life. I used 
use my bike to get around as a young 
boy growing up in Columbia and to 
work when I moved to New York City. 

I stopped biking to work frequently 
when I began working in Chinatown. 
Since then, although I now work in 
Midtown, I haven’t bicycled as much. I 
hope that the City will make improve¬ 
ments that will make biking to work 
less of a challenge. Only then will I 
consider commuting more frequently. 

Commute: From Long Island City to the 
Jewelry district in Midtown Manhattan. 

Route; From 44th Drive and 11th 
Street in Long Island City, I take 44th 
Drive towards 24th Street, make a left 
on 24th Street and then access the 
Queensboro Bridge from 23rd Street. 
Right when I get off the bridge, I 
ride west and make a left onto 2nd 
Avenue and ride down a few blocks on 
2nd Avenue and then until I find a 



street without too much traffic where 
I can turn right and head towards 
Lexington. I then take Lexington 
Avenue until 47th Street, where I 
make a left to between 3 th and 6th 
Avenue. 20-25 minutes. 

Hike Fuji 10 speed 

Gear: Helmet, sunglasses and radio. 

Attire: Sunglasses year round. In the 


winter, I like to wear sweat pants and a 
sweatshirt. In the summer, I prefer to 
wear bicycle shorts underneath other 
shorts and a long sleeve t-shirt. 

Weather: Not when it is super cold. 

Lock: I don’t have a lock because I’ve 
never had to park my bike outside. 

Parking: Basement of my office building. 

Why started? I get to work rather quick¬ 
ly and save money. And, I get exercise 
while not polluting the environment. 

Response from co-workers: They are sup¬ 
portive and impressed. They tell me 
that biking must be what keeps me 
looking young and healthy. 

Advice Be responsible and follow safety 
rules. 

Riding style: Aggressive but cautious at 
the same time. I am also extremely 
cautious of pedestrians. I once fell off 
my bike because I was trying so hard 
to avoid colliding with an elderly 
pedestrian. 


CYCLING ACCIDENT CLAIMS 

Legal Counsel, 

Representation and Litigation 


“Twenty years of cycling experience has made 
me painfully aware of the injuries caused by 
road accidents." 


My office represents fellow cyclists who have been injured 
by careless motorists...There is no charge to discuss your legal 
rights in any situation where you have suffered injury or damage. 
A fee is charged when compensation is obtained from the 
motorist's insurance company. 


For further information and 
complimentary consultation contact: 

Barton L. Slavin, Esq. 
( 212 ) 233-1010 


STRIDA 

A WHOLE NEW WAY TO MOVE 

60 DAY TRIAL 

New low price 




• Slow anywhere 

• Greoseiess 

• Fits on subway 

• Only 22 lbs. 



T.A, members: FREE rack & tenders wilb each Strida! 


www.strlda.com * 800 787-4322 
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Work with T.A.’s professional staff to make a difference in your part 
of the city. Whether you are a good talker, artist, letter-writer or just a 
concerned citizen, T.A.’s advocacy committees need you. 


BROOKLYN COMMITTEE 


Committee Chair Aaron Naparstek 

Meets The first Monday of the month at 6:30 pm at a loca¬ 
tion TBD. See T.A. Calendar, transalt.org/calendar. Please 
bring a friend to the next meeting. 

Contact transalt.org/Brooklyn, carfreeprospectpark.org, 
Bklyn@transalt.org, Brooklyn-list-subscribe@topica.com 
Advocacy Campaigns 

• Car-Free Prospect Park —Cars do not belong in Prospect Park. 
carfreeprospectpark.org 

• Downtown Brooklyn Traffic Calming —Your neighborhood is 
not a BQE service road. Help win real pedestrian, bicycle 
and traffic calming improvements, bklyn@transalt.org 

• Brooklyn Hazard ID —Identify dangerous street conditions in 
Brooklyn. HazardID@transalt.org 

• East River Bridge Bicycle Counts —Document the number of 
cyclists to make a stronger case for cycling improvements. 
Bridgecounts@transalt.org 

Updates 

In January we won a major extension of car—free “summer hours” 
in Prospect Park (see p. 11). Gear up to fight the next round. 

Huge thanks to Clarence Eckerson, Jr. for three years of 
vigorous service as Brooklyn Chair. He leaves the new chair, 
Aaron Naparstek, with a big pair of shoes to fill. OK, they’re 
a bit sweaty as well. 


THE BRONX COMMITTEE 


Committee Chair Rich Gans 

Meets Once every two or three months. See T.A. Calendar, 
t ransal t. org/calendar. 


CAR-FREE CENTRAL PARK COMMITTEE 


Committee Chair Ken Coughlin 

Meets Regular petitioning in park, occasional meetings. 
Check car-freecentralpark.org. 

Contact car-freecentralpark.org, CentralPark@transalt.org, 
Centralpark-subscribe @ topica. com 

Goals 

• Collect 100,000 signatures on our petition to City Hall. 

• Win a three month trial closing of the park to traffic. 

• Reach out to community groups. 

Updates 

The petition drive has passed the 44,000-signature mark. 

The Campaign’s petition effort will be back in full swing 
when the weather warms and the days lengthen. Come out 
and help! 

The Campaign is looking for a volunteer interested in 
organizing a new subgroup, Parents for a Car-Free Park. 

The Campaign will have a presence at many of the park 
events commemorating the 150th anniversary of Central 
Park, including the 8th International Urban Parks Confer¬ 
ence, “Celebrating 150 years of Central Park,” June 21-25. 
pps.org//GPGC/ 


GOWANUS EXPRESSWAY TASK FORCE 


Committee Chair Michael Cairl, Gowanus Community 
Stakeholder Group Vice-President 
Contact Gowanus@transalt.org 

Goal 

• T.A. is a core member of the Gowanus Community 
Stakeholder Group, which seeks to ensure full environmen¬ 
tal review and an unbiased study of what it will take to 
replace Brooklyn’s hulking elevated Gowanus Expressway 
with a tunnel. 


Contact Bronx@transalt.org, 718-653-2203 

Goals 

• Re-open the Highbridge Bridge, a pedestrian and bicycle bridge 
across the Harlem River. 


T.A. has scores of volunteer opportunities throughout the year. 
Make a difference, meet interesting people and have fun! Check 
out transalt.org/volunteer. 


• Reinstate car-free Sundays on the Grand Concourse. 

• Win a new segment of the Hudson River Greenway in Riverdale Park. 

• Pedestrian and cycling safety improvements. 




Simply the world's best folding bike! 
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Shane Kadidal 


Occupation Attorney at the Center for 
Constitutional Rights. 

T.A. member since Around 1996. 

What neighborhood do you live in? East Village 

Why did you join T.A.? I signed up for the 

1996 T.A. Century Ride. I remember 
asking whether Fifth Avenue would be 
closed, and the woman said, “No, it’s a 
consciousness raising ride. It’s designed 
to show you that you can ride on open 
streets.” I kind of dug that, and I joined 
a little later. 

Describe your volunteer activity. I’ve been 
working with the T.A. staff fighting 
the City DOT’s plan to install a chain 
link fence along the whole length of 
the Queensboro Bridge bike path. 

We’ve put together a submission to the 
Landmarks Protection Commission and 
are planning a lawsuit depending on 
how things play out. 

Why should the DOT remove the chain link fence 

on the QBB? Mainly because it’s ugly. It’ll 
make the bike path look like Camp X- 


Ray on Guantanamo. Cyclists 
shouldn’t be treated like enemy 
combatants. But the aesthetics 
are important for practical pur¬ 
poses: no one wants to use a path 
that looks like a prison recreation 
yard. It makes the path seem 
dangerous, and that means fewer 
people will use it. 

What are the biggest obstacles in 

dealing with the City and City agen¬ 
cies? Overcoming bureaucratic inertia, 
mostly. I’m used to dealing with this. 
Dealing with a fossilized bureaucracy is 
a big part of the litigation and regula¬ 
tory work I do in defense of the right 
to international travel (primarily to 
Cuba). But I’m sure that the Land¬ 
marks Commission will be more recep¬ 
tive than OFAC at Treasury ... 

What are the benefits of volunteering? You 

get to meet the people at T.A. 

What were your reasons for getting involved? I 

read Jane Jacobs and Caro’s bio of Ro¬ 
bert Moses in law school and have 



wanted to do some work in this field 
ever since. 

What are some upcoming projects you plan to 

do with T.A.? Hopefully we’ll get a chance 
to work on the legal aspects of tolling 
the East River bridges. 

If you could take control of New York for a day, 

what would you do? Wrap Central Park in 
fabric. Toll the East River bridges. 

What are some of your thoughts on T.A.? They 
do a lot of the thinking and planning 
that the government is supposed to do, 
with a lot less money. 
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BICYCLE HABITAT 

Get Your Wheels Done hy Habo's Expert Wheel Builders! 


Buy 1 tire, 
get 1 free tube. 


Open only to T.A. Members 
with valid T.A. membership 
card and this ad - no copies! 
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244 Lafayette Street 

b/w Spring & Prince NYC 

212-431-3315 


"NEW YORK’S BEST BIKE SHOP" - NEW YORK MAGAZINE 
WWW.BICYCLEHABITAT.COM 


transalt.org 


WINTER 2003 25 























etters 


Atlantic Avenue is Unsafe 
for Pedestrians 

I LIVE ON THE CORNER OF ATLANTIC 
Avenue and Washington Avenue. Every 
day I pray that I don’t get hit as I cross 
Atlantic Avenue to get to the subway. 
Four times a day I see cars speed 
through the red light while pedestrians 
are beginning to cross. Twice I have 
seen near-accidents. Cars travel at 
excessively high rates of speed on 
Atlantic Avenue. It is very unsafe and I 
was wondering why I had never heard 
any “official” complaints about it. All 
of the people in the neighborhood com¬ 
plain about it as we wait on the corner, 
as far back as we can stand from the 
side of the road, while waiting for the 
light to change. Currently that area of 
Atlantic and Washington Avenues is 
being developed. I just purchased an 
apartment in a brand new building 
containing 16 units. Many new people 
are moving into what had been an 
abandoned, rundown neighborhood. 
The pedestrian safety issue is only 
going to become more relevant as more 
and more people cross Atlantic Avenue 
every day to get to the train. I would 
be glad to do anything I can to help 
the situation. 

-Nancy Adzentoivich 

NYPD Must Enforce Car- 
Free Prospect Park Hours 

ALTHOUGH THE EXPANDED CAR-FREE 
Prospect Park hours were announced 
with great fanfare, the publicity/ 
enforcement is less so. On my runs in 
the park since the announcement, most 
recently today, well before 7 am, there 
were a number of cars, speeding 
through their favorite shortcut. I’m 
unclear on who is responsible for 
enforcement—is it the NYPD, the 
Parks Department, or some other traffic 
enforcement entity? Just putting up 
signs is obviously insufficient!! 

-Janet Gottlieb 
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Mayor’s Campaign 
Accountability Report Not 
Quite Accurate 

Dear Mayor Bloomberg, 

REGARDING A BIKE-FRIENDLY CITY-IT’S 

a great start, but there’s more to be done. 
There is at present no safe and legal way 
to get across town by bike between 59th 
and 100th Streets. The transverses under 
the park do not have bike lanes, they 
have dark tunnels under the park road¬ 
ways, are narrow, have potholes and 
sewer grates at the edges, and traffic 
moves very quickly and aggressively 
through them. They are NOT safe for 
cyclists, and without making them one¬ 


way, there is no room for a bike lane. 

The road at 72nd Street is only east- 
west. The only other road is at 103rd St. 

There are no paths in the park where 
a cyclist may cross from east to west, or 
west to east. The park police ticket peo¬ 
ple who do so on park paths. 

A good solution would be to desig¬ 
nate bicycle routes and clearly mark the 
paths crossing the park at 

1. The south end of Sheep Meadow 
(about 66th St., parallel to the trans¬ 
verse road), which is little used by 
pedestrians. 

2. The path north of the one circling 
the Great Lawn, paralleling the 86th St. 
transverse and just in back of the police 
station. 

3. A path on either the north or the 
south side of the 96th St. transverse— 
either the one next to the reservoir, or 
the one the passes the Field House. Add 
bike racks to the Field House. 

This would give those who use their 
bicycles for transportation safe passage 
across the park, while still reserving the 
majority of the paths for pedestrians. 

-Caryl Baron 

Traffic Enforcement 

Hon. Assemblyman David F. Gantt: 

I AM INFORMED BY TRANSPORTATIONS 
Alternatives that, in your capacity as 


Chairman of the State Transportation 
Committee, you oppose the increased 
use of traffic law enforcement cameras in 
the City of New York, and that you 
characterize such devices as “unfair.” 
Traffic conditions here are terrible and 
seem to be getting worse each year. As I 
make my way about the city, I see sever¬ 
al cases each day where cars run a red 
lights, make illegal turns and so on. The 
message is not getting through to driv¬ 
ers that they need to be careful and 
responsible. I simply cannot see how 
you can take a position against the 
expanded use of traffic cameras. These 
devices have been proven to be a cost- 
effective and, more important, an objec¬ 


tive means of traffic enforcement in 
cities all around the world; in fact, they 
are more accurate as a means of identify¬ 
ing the perpetrators of unlawful driving 
behavior than any other method, includ¬ 
ing increased policing. Let’s face it, even 
the best police officers involved in traffic 
enforcement will have a hard time 
observing—let alone adequately docu¬ 
menting—the many serious traffic 
infractions that are perpetrated each day 
in this big city. 

-Anthony A. Traverso, Esq. 

East River Tolls and Late 
Night Traffic 

Transportation Alternatives wisely 
advocates for the Mayor’s toll plan. 
However, I would like to remind you 
that simply shifting traffic to off-peak 
hours is not a good solution. Those of us 
who live near the “2nd Avenue high¬ 
way” and its huge volumes of truck traf¬ 
fic will protest in droves if we are going 
to be inundated with late-night trucks. 
In order for this essentially good propos¬ 
al to work for residents (and avid mem¬ 
ber/supporters of T.A. like myself) over¬ 
all traffic levels must be reduced and 
bike lanes and pedestrian uses actively 
increased. 

-Matt Williamson 


Every day I pray that I don’t get hit as I cross 
Atlantic Avenue to get to the subway. Four 
times a day I see cars speed through the red 
light while pedestrians are beginning to cross. 
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TOP TO BOTTOM: ELLEN CAVANAGH, MIKE MCKOVECK, CLARENCE ECKERSON JR., MASAMI ADACHI, JOHN KAEHNY 


About T.A. 

The Advocates for Bicyclists, 

Pedestrians and Sensible Transportation 


TRANSPORTATION ALTERNATIVES* MISSION 

To encourage bicycling, walking and public transit as alternatives to automobile 
use and reduce automobile use and its attendant environmental and social harms. 

T ransportation Alternatives was founded in 1973 during the explosion 
of environmental consciousness of that time. Since our founding, T.A. has 
helped win numerous improvements for cyclists and pedestrians and has been 
the leading voice for reducing car use in the city. T.A.’s roots are in bicycling, and 
many of our members are everyday cyclists. But winning a cycling-friendly city 
means changing the overall transportation system, which, even in mass transit-cen¬ 
tered New York City, is still dominated by the private automobile. 

T.A. seeks to change New York City’s transportation priorities to increase non¬ 
polluting, quiet, city-friendly travel and decrease—not ban—private car use. To 
achieve our goals, T.A. works in five areas: Bicycling, Walking and Traffic Calm¬ 
ing, Car-Free Parks, Safe Streets and Sensible Transportation. 


Bicycling 

NYC IS A FLAT, COMPACT AND POTENTIAL- 
ly terrific place to ride a bicycle. This is 
why 110,000 New 
Yorkers commute by 
bicycle everyday. But 
cyclists face many 
obstacles, particular¬ 
ly the lack of secure 
places to park their 
bikes and unsafe 
street conditions. T.A. seeks to over¬ 
come these obstacles by winning bicycle 
lanes, off-street greenway paths, secure 
indoor bicycle parking and unrestricted 
access to the subways. T.A. also encour¬ 
ages cycling as a smart, fun way to get 
around through Bike Week NYC and the 
NYC Century Bike Tour, and reminds 
cyclists to stay off sidewalks and obey 
traffic rules through our Give 
Respect/Get Respect program. 

Safe Streets 

WIDESPREAD SPEEDING, RECKLESS DRIV- 
ing and a general disrespect for cyclists 
and pedestrians 
make streets feel 
unsafe. Last year, 
motorists injured 
12,000 pedestri¬ 
ans and 3,500 
cyclists. T.A. 
fights hard to protect the dignity and 
safety of bicyclists and pedestrians by 
winning more police traffic enforce¬ 
ment. But though it has made huge 
strides in reducing pedestrian deaths 
and enforcing traffic violations, the 


NYPD has a long way to go in making 
streets comfortable places to walk and 
bicycle. T.A. works hard to make sure 
that the NYPD is committed 
to just this. To augment police 
enforcement, T.A. works with 
City Hall and the DOT to 
win permission from the state 
legislature to use automated 
red light cameras and speed 
cameras. 

Car-Free Parks 

T.A. seeks Car-Free Central and Prospect 
Parks. Nothing symbolizes New York 
City’s back¬ 
wards trans¬ 
portation poli¬ 
cies better than 
the presence of 
cars in Central 
Park and Prospect Park. It is absurd that 
these world famous public spaces— 
scarce oases of green built to provide 
New Yorkers with relief from the noise, 
crowding and tumult of this giant 
city—are used as short cuts for cab 
drivers and solo motorists. In our 
fight for totally car-free cars, T.A. 
has won extended car-free weekday 
hours, car-free weekends and 
reclaimed motor vehicle entrances 
for park land. 

Pedestrians and 
Traffic Calming 

NEW YORKERS WALK MORE AND DRIVE 
less than anywhere else in the country. 


But dangerous streets, crowded 
sidewalks and too much motor traffic 
discourage walking and destroy neigh¬ 
borhood quality of life. T.A. advocates 
for a pedestrian-friendly NYC through 
programs that traffic calm problem 
spots around the city. In 1997, T.A. 

created the 
nation’s first 
Safe Routes 
to School pro¬ 
gram in The 
Bronx and is 
now working 
on a Safe Routes to Seniors project in 
northern Manhattan. T.A. also operates 
a Neighborhood Streets Network of 100 
groups that are using traffic calming to 
reduce motor traffic in their neigh¬ 
borhoods. Finally, T.A. created our 
Reclaiming the Sidewalk project in 2001 
to address the myriad menaces to pedes¬ 
trians on the sidewalks: parked cars, 
vending boxes and obtrusive vendors on 
sidewalks. 

Sensible Transportation 

AT THE ROOT OF THE TRANSPORTATION 
problems New Yorkers face are govern¬ 
ment policies that encourage the use of 
private cars. With our allies, T.A. works 
to make the City charge motorists a fair 
amount to use the scarce public spaces 
that are streets and bridges and adjust 
its method of timing of traffic lights 
and building roads so that it does not 
focus on maximizing motor traffic flow. 
As part of our push to get the City to 
rethink its traffic priorities, T.A. has 
fought hard for tolls on the East River 
bridges, won 
more street 
space for buses 
and continues 
to support 
city programs 
to charge more 
for on-street parking and commercial 
vehicle parking. We also seek to redirect 
public spending so that cycling and 
pedestrian projects, especially safety 
projects, are well funded. T.A. is the 
main watchdog group for the NYC 
Department of Transportation. 
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Week 


Celebrate 
Bicycling 
in NYC! 

Bike Week NYC is an annual 
rallying point for bicyclists and 
bicycling-supporters. Bringing 
together the City, elected 
officials, local business, 
community organizations, 
daily cyclists, recreational 
cyclists and others, Bike Week 
NYC is a fun way to TAKE 
ACTION to win a bicycle- 
friendly NYC. 


TAKE ACTION! 

• Put up posters 

• Hand out calendars 

• Speak to your Borough 
President in person at 
their events 

• Invite your elected officials to 
events 

• Work tables at events 


Advocate for a bicycle-friendly NYC year 
round. Show off NYC to cyclists from 
around the world during BikeSummer 
2003. BikeSummer.org 
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